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Cattle Guards. 
Norfolk & Southern R. R. Co. t 
NORFOLK, Va.. Sep. 7, 1881. 
To THE EDITOR OF THE RAILROAD GAZFTTE : 

Can the article on Cattle Guards, p. 613, Sep. 4, be ac- 
cepted as the least promise of hope to an almost hope- 
less despair engendered by hogs that find no obstruction 
in any of the forms of surface guards, metallic or other. 
wise, that I have so far been able to buy? Is it a fore- 
runner of any new design, or simply an expression of 
needs known full well ? M. K. KING. 

General Manager. 

[If Mr. King will turn to another page in this issue 
he will see a big ray of hope shining out. The “ ra- 
zor back”’ is hard to stop; but a harpoon in his leg will 
probably do the business. We say nothing of the hnu- 
manity of the contrivance, but humanity is relative 
after all.--Ep. RAILROAD GAZETTE. } 











Reconnaissances in South America. 





TO THE EDITOR OF THE RAILROAD GAZETTE: 

In the interest of geographical accuracy I am sure you 
will welcome a correction of certain statements whicb 
appeared under the above caption in your issue of 
Sept. 4. 

It is true that engineers are drawing plans, in the in- 
terest of the Peruvian Corporation, for the improvement 
of navigation on the Rio Desaguadero, but it is not true 
that *‘ This stream will afford to Bolivia an easy exit to 
the sea by the Amazon.” The fact is that lofty ranges 
of the Andes lie between the Rio Desaguadero and the 
water shed of the king of rivers. The navigable Bolivian 
tributaries of the Amazon are many hundred miles to 
the northeast, and even these are cut off from communi- 
cation with the lower reaches of the Amazon by the 
long series of rapids in the Rio Mamoré and the Rio 
Madeira. 

The Desaguadero is one of the most remarkable rivers 
in the world. It is the outlet of Lake Titicaca, and flows 
southward about 240 miles through a narrow valley in 
the great Bolivian plateau at an average elevation of 
about 12,000ft. It bere spreads out into a half marshy 
lake, known as’ the Lago Pampas Aullagas, part of 
which is brackish. There is no outlet from this lake to 
the sea, all the outflow of Lake Titicaca being here 
evaporated. In 1846, and at a few other periods, owing 
to excessive rain around Lake Pampa Aullagas, the cur- 
rent of the Rio Desaguadero was reversed, the water 
flowing northward into Lake Titicaca for a few days. 
At low water the river hasa depth immediately below 
Lake Titicaca of about two fathoms, but on account of 
its sluggish current it has silted up so that this depth 
rapidly diminishes southward. 

The improvement of this waterway will afford oppor- 
tunities for increased traffic with the cities of La Paz, 
Corocoro and Oruro, and will facilitate the opening up 
of large mines of copper and silver. It will, however, be 
only a partial relief of the necessities of the region, since 
neither of these cities is directly upon theriver, and con- 
necting lines of railroad would have to be built to the 
fluvial ports. 

The Peruvian Corporation offered to build a railroad 
from Chililayo, on Lake Titicaca, to these cities, but the 
Bolivian government, with what would seem at first 
sight to be lack of wisdom, declined to grant a conces- 
sion unless the line should be made continuous to Puno. 

The benefits of all-rail connection, via Puno to the 
coast are evident, but it is a question whether more may 
» Ot be lost than gained by this delay, and by the creation 


of a water route which cannot be a permanent solution 
of the problem and which, while it may regulate charges 
to a certain extent, will only disturb the natural course 
of commerce in this plateau. Mr. Wm. H. Christy, of 
New York, holds a concession for a line from Puno to 
the cities named above, which will be built when satis- 
factory arrangements shall be arrived at with the Peru 
vian Corporation which controls the existing line between 
Puno and the coast. VIAJERO PERUANO. 








The Forward Impulse of a Locomotive and the 
Position of the Wrist Pin. 





To THE EDITOR OF THE RAILROAD GAZETTE: 

I have frequently been asked the old question, Is the 
forward impulse to a loccmotive greater when the wrist 
pin is above or belowthe centre of the driving wheel? 
In other words, is the propeiling effect of the steam 
greater at the forward or back ward stroke of the piston ? 
I say it is the same in both cases,in which I am told 
that many would not agree with me. On giving my 
demonstration I am also asked, Why do you not publish 
it? It is as follows: 

Assuming, as is usually the case, that the centre line 
of the axle is in the plane of the axes of the cylinders. 
Let c be the centre of the wheel, w the wrist pin and 7’ 
—>¢ ? the tread face in contact with the rail. 

Figs. 1 and 2 show the two cases where 
the wrist pin is at its lowest and highest 
wr o<— points. For convenience let the distance 

ewbel andc 7 be 3 ft., as would usu- 
ally be the case with a 6-ft. driver; let 
the pressure on the piston equal P. In 
fig. 1 the push P at w would exert press” 
ures atc and 7’ proportionate to the dis- 
tances of w frome and 7’; the push atc 
—~ 7° — would be 3 P andat 7 \ P. The press- 
Fig. 1. ure on the piston and cylinder head being 
equal, the forward push on the cylinder head .—,wo9 
and thence to the frame would be P, which is 
met by the push at c (the centre of the wheel), 
equal to % P, which tends to pull the frame ed 
apart between the jaw and cylinder, and the 
excess, equaling }¢ P, is a forward pressure at 
the cylinder head and carries the engine for- 
ward, and as we see is equal tothe backward —-- 
pressure at 7, the point of contact with the * 
rail. 

In fig. 2 the pressure P at w is forward, and 
if we consider 7 as the fulcrum we have P 
(at w) : c1 (pres. at c) = 3: 4,0r cl = 3; P=1 
P,and the pressure at 7 equal the difference 

1y P—P=%P: or if we consider c¢ as the Fig. 2. 
fulcrum we have P (at w): JT! (pres. at 7) =3:1, or 
T: = \¢ P, and the pressure at c = c' is the sum of P + 
T! = 114 P. Now what is the effect? There is a back- 
ward pressure on the cylinder head equal to P, met by a 
forward pressure at c equal to 14g P, the frame is com- 
pressed to the amount of P, and the remaining 1¢ P 
carries the engine forward as before, and is again equal 
to the backward pressure at the rail. Can any one 
dispute it? 

As said, the numerical distances were assumed for 
convenience, but a general statement would be also cor- 
rect. For instance, lete w = Sand c 7’ = R, then in fig. 1 
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— R-—S 
c1 (pres.1 atc)= = eld x P and P—c! = p—S—S ty 
RP—PR+PS_ PS 
= R = ee 
and in fig.2, P:c’ = R:R+S8S 
R= P(R+ St = Et 
P(R +S) PR+PS—PR _ PS 
ee ee a , = RR as above; 


let S= land R = 3as above and we have ‘ = Px, 


also as above. Cuas. J. BATEs. 





Some Pointers on the e City & South London Subway. 





BY FRANK B. LEA, ASSOC. INST. EL, E. 


In the absence of detailed information upon many 
small points or even subsidiary principles connected with 
the above ingenious and novel undertaking, consider- 
able discussion has taken place, not only in the States, 
but also amongst home engineers, with regard to this 
feature or that peculiarity of the line, and every man has 
had his authoritative say about the matter. These various 
“says” have of course differed with the individual, and 
until the author of the line-(so far as its civil engineering 
goes),is able to give his version of the facts, probably these 
discussions will be held with continued vigor. However, 
Mr. Greathead is put down to read a paper very shortly 
before the London Insticute of Civil Engineers, and then 
the most positive ones will either have to climb down as 
to various features of the line, orelse they will come out 
with that most objectionable and aggravating dictum, 
“T cold you so.” With regard to one or two points, how- 
ever, there’s no harm in anticipating the details that Mr. 
Greathead will doubtless enter upon; and with this 
purpose in view, the writer has obtained from the ‘en 
gineer’s courteous and able assistant some reliable infor. 
mation on several features of the line, together with 
permission to publish the same to the extensive audience 
of the Railroad Gazette. 

In the first place, the frequenters of this line have 





every one of them (that is, the outside public) been puzzled 
by the labyrinthine way in which the platforms are ar- 
ranged at the various intermediate stations. There is 
only one statipn, indeed, where the up and down plat- 
forms are side by side, excluding, of course, the termini, 
at which the two lines are joined. Probably the same 
feeling may have been noticed by the Americans who 
have visited London since the line was opened. It will 
go without saying that they all make a point of riding 
on the new line, just as they go to see Stratford on 
Avon, the Alhambra, and other beautiful country places. 
This confusion of levels in the platforms at intermediate 
stations is largely due to the fact that the stations have 
been built wherever possible at the summits of gradients, 
so that in running into the stations the trains are con 
siderably braked by the up gradient, and similarly are 
materially helped in starting by the down gradient. The 
latter is on the average as much as 1 in 30, while in run- 
ning up to the station the trains travel on a gradient of 
1 in 100. It is not, therefore, to be wondered at that 
passengers should feel somewhat perplexed, in leaving 
either platform at a by-station, at passing under or over 
the other line, as the case may be. The effect any way 
is rather startling to pass outward to the lift along a 
vaulted corridor on the same level as the platform just 
left, and hear a dull rumble immediately overhead as a 
train from the opposite direction enters the station and 
draws up. 

While speaking of gradients it may be worth while 
again recording the maxima both up and down. The 
heaviest gradient so far worked on this line with the 
load is 1 in 14, and the steepest against the load 1 in 29. 
These occur not far from the city terminus, and were 
rendered necessary by the depth to which the line was 
taken so as to clear the bed of the River Thames, which 
runs close Ly. Both these steep gradients are on very 
sharp curves for such a line as this, the radius of each 
not being more than two chains; but so far there has 
been no material difficulty in operating pretty heavy 
loads on them. At the single by-station where the up 
and down platforms are on the same level, other reasons 
than those given decided such a course: thus, for in- 
stance, there is here a connection between the two lines 
for shunting purposes. 

The second point to which attention may be drawn is 
one that tosome extent interests the electrician rather 
than the civil engineer; and yet the latter proves in the 
end to have most to say about the question. It shows 
how closely and intimately these matters are connected, 
and how difficult it is to define clearly the provinces of 
electrical engineers and civil engineers respectively. 
The former—when beginning to‘plan out the method of 
working the line—would, of course, instinctively say 
that the trains are to be worked by separate motors on 
the carriage trucks, so making every wheel a driver, and 
preventing the many well known disadvantanes of 
using a heavy locomotive at one end of the train. The 
electrical engineer therefore ascertains the maximum 
amount of power required for any one train at any part 
of the line, and thus arrives at the minimum size of his 
electric motor or motors. From this follow the dimen- 
sions of the carriages themselves, and then the man who 
does the civil engineering part of the line steps in and 
says, ‘“*That won’t do; if you want your rolling stock to 
be of such a size you must have the tunnels increased, 
ditto your capital!” So the electrician has to knuckle 
under to his civil comrade and use a locomotive after all, 
however much he would prefer to mount the motors 
upon the carriage bogie trucks. 

These same reasons will also compel the use of locomo- 
tives upon the new line through the centre of London, 
for which Parliamentary powers have recently been ob- 
tained; and these same reasons will also not compel the . 
use of locomotives upon the Liverpool overhead railway, 
now being erected under the supervision and according 
to the designs of Mr. Greathead. In the latter case the 
lines are in the open air, there is plenty of side as well as 
top room, and accordingly electric power will be employ- 
ed to work the line in the form of motors mounted upon 
the car trucks in a way to please the most precise of elec- 
trical engineers. 

The tunnels for the Central London Railway will be 1 
ft. 6 in. larger in diameter than those on the South Lon. 
don line,* but even this increase in size is not sufficient 
toallow of motor trucks being used. It is found, how 
ever, in practice that no difficulty follows on the use of 
locomotives, the mere weight of the electric motor se. 
cures ample adnesion for driving purposes, besides which 
each train consists of only three close coupled cars, form- 
ing what is really one long carriage or vestibule car with 
flexible connections or joints in two places. 








Ten-Wheel Compound Locomotive—Southern Pacific 
Company. 





[WITH AN INSET.] 

The Schenectady Locomotive Works have recently 
built a heavy tep-wheel compound freight locomotive 
for the Southern Pacific. This engine is shown in the 
illustrations herewith, and following are the general di- 
mensions: 


Gouge OE WER, 0 t cdbnadevardontbainrasscensans 4 fe 
DUE: scicanenthdamenhenenitebbeebanh nes seahet nous coal. 
Total weight. of ——— in working order iy 
Total weight on drivers............0.....es00. 99,500 ibe” 
Total wheel base ................. gs ok 22 ft. 5 in. 





* The tunnels of the City & South London are 10 ft. in diame- 
ter from the City to the Elephant — Castle station, and 10 ft 





6 in. for the rest of the linae.—Eptro: 
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DAR I ID ose «9:5 555 5058. 6.050 0550 2erasens 12 ft. 
Sg, UL ea reer 6 ft. 6 in 
Diameter of high pressure cylinder......... 2in. , 
Diameter of low pressure cylinder........... ~ mn. 


Stroke of cylinders........ 
Piston of high and low pressure cylinders of 
cast steel, rings sprung in, . 

Kind of piston rod packing.............-...00+ Sullivan metallic 
Diamoter Of Piston TOUS. «05.20 secseseccceses 3% in. 
Size of steam ports in high pressure cylinder id in. X 14 in. 
»ize of steam ports in low pressure cylinder 20 in. x % in. 
Size of exhaust ports in bighyprescure cylinder 1 In. x #4 in. 
as ofe — ports inlow pressure cylinder £0 in. x 3% in. 

Width of bridge in high and low pressure 


on EEE ee ee OR pierre oe Oe OC ee 1% in. 
Greatest travel of slide valves. ..............- both 5% in. 
Uutside lap of slide valves.................+5- buth % in. 
Inside clearance Of high pressur- — Gone. 56 in. 
Inside onenes of low pressure valv 


Lead of high pressure slide valve in full a 
Sn ee Ss eee 
Lead of low pressure shée vaive in full stroke 2 can 
rere § | Uk rere ree Richardson balanced. 
Kind of valve stem packing.......... .. Sullivan; metallic. 
Diameter of driving wheels outside of tire... 55 in 
Diameter and length of driving axle jour nais 1% ‘ X 8% in. 
Style of driving box, cast iron with heavy 
circular brass bearings. 
Diameter of truck wheels.............-...... 28 in. 
Diameter and length of truck axle journals.. 5in. x 9 in. 
—— and length of main crank pin jour- 


ee ORI 05 ES 5 GN By BES eR 54 in. < 5% in. 

Diameter and length of intermediate crank 

WA SOR nd ncdo peices benaaneee (neces 534 in. x 5 in. 
Diameter and length of front and back cran 

Se ee ee ee eee 4% in. X 34 in. 
Length of driving springs from centre to $ 

centre of hangers...............e208 Main, 34in. Front, 34 in. 
WEN oo Shinn d eesciiibedeneviéces S. 
a ere erry ere Wagon top. 
Diameter of first ring outside .. ............. 60 in. 
Material and thickness of plates in weansee™ 

and outside of firebo<......,.......ceseceees Steel, ,% ys in. thick. 
Horizontal seams. .. Quadruple riveted, with welt strip inside. 
Circumferential Seams .. ........ 0.0.00 sec se eens Double riveted; 
Size of firebox inside............ Length, 96% in.; width, 42% in! 


Depth, 60% in. front, 574% in. back. 
Material and thickness of plates in inside of 
firebox, steel. crown, ivf in.; tube, % in.; 
sides, yg in.; back k, xs i 
Water space ‘around broben:. - Front, 4 in.; sides and back, 3 in. 








8 IE ER rey Syracuse iron. 
Diameter of tubes.............. i aman sin ies 244 in. 

WOM NE I io os 5'n 0856 oxSccescvsedipercs 235 

Length of tubes over tube sheets............. 13 ft. 

Crown stayed by crown bars. 

Size of crown bars.... . .......... 5in. x %4in., meet - ends. 
Heating surface in RS IRIE NIE ey 1,788.3 sq 

Heating surface in firebox...... ............. lil = 

Total heating. Surface .. .......cccrccccccccce 1,929.5 “ 

CGD: IN 5 ois sic 5 5's is hslneicccdctanertatoss 28.6 oY 
ik. Se eee Rocking, with drop place. 
Style of ash-pan. alee om, wich slides in bottom. 
Exhaust nogzzle.......... ... . Single. 
Diameter of exhaust nozzle..................- 54 1n 

"WRROEGIRG 60 cis. cis esa scectases unnees waive in dome. 
Inside diameter of stack. . se. 





smokestack top above rail 5 ft. 
Boiler supplied by two injectors, placed right aa _ 








Weight of tender, empty..................068 31,80) 1b 
i” 6 eee .. Eight. 
Diameter of wheels................00008 . 331n. 
Diameter and length of journais 4% in. X 8 in. 
‘Total wheel base of tender.... .... .......... 15 ft. 3% in, 
Distance from centre to centre of truck 
WINN d cic c 06k eine eaees (eve Wese Gaiicnsice 4 ft. 4in, 
| a eee 
ar n. X 
Style of tender frame.... ....0.....ce0e+0- ) in. X in., angle 
iron. 
( 8 L. W. stand- 
ard, 4-wheeled 
| channel iron 
bolster, centre 
Diao CF WBE Re sii dcs cndesandieespcde ined < bearing front 
and back, with 
additional side 
bearings on back 
truck. 
Water capacity.............006 pedovbegltvacdess 4,000 gallons. 
OR OUI Den gcsecscacackacscssbicgerciecce 8 tons. 
Total wheel of engine and tender...... 48 ft. 54 in. 
‘Yotal length of engine and tender over all... 57 ft. 7 in. 


Probably the most interesting feature of this engine 
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Fig. 
IMPROVEMENTS 
By A. J. PITK1n, Superintendent 


ing valve open; that is, in the position before the engine 
starts. Fig. 2 shows the intercepting valve closed or in 
the position at the time of the initial movement. The 
construction of this valve is as follows: (See figs. 1, 2 | 
and 3). 

There are two pistons A A at one. end of the single | 
stem B, which moves to and fro in a cylindrical chamber | 


having three openings. Two of these openings, C C, 





lead to the receiver and to the low pressure steam chest, 


Is the new starting gear and intercepting valve appa- ' as shown in fig. 3, and it is the office of the pistons A A 
vatus, invented by Mr. A. J. Pitkin, Superintendent of ' to open and close these large openings and prevent the 
the Schenectady Locomotive Works. This we show in' steam in the low pressure steam chest from entering the | to a valve seat on which isa plain D valve not unlike 


considerable detail. 


Figs. 1 and 3 show the intercept-' receiver when it is not wauted there. The other open- 
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LOCOMOTIVES, 
Schenectady Locomotive Works. 


ing, D,in this cylinder (see figs. 1 and 3) connects the 
intercepting valve cylinder with the low pressure steam 


' chest. 


So far, we have described the intercepting valve 
proper. The remaining portion of the mechanism is the 
apparatus for driving and connecting the intercepting 
valve. It is constructed as follows: 

On the end of the stem B,which passes through a stuff- 
ing box in the end of the intercepting valve chamber, 
there is a piston EF which moves in a small cylinder hav- 
ing ports F and G, one ateach end. These ports lead 


the ordinary locomotive slide valve. This slide valve is 
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moved to and fro by means of adouble piston with astem 
between, shown at J and K. These pistons are of different 
diameter, K being larger than J; and as they move to 
and fro they car’y with them the slide valve. The office 
of this portion of the mechanism is to move the inter- 
cepting valve A’ A to and fro, as desired. 

The third part of the device consists of a balance pop- 
pet valve L, which is placed in the path of steam coming 
direct from the boiler to the low pressure cylinder to as- 
sist in start This valve has an extended spindle, 
on the lower side,aad is lifted by means of a bell crank, 
N, which is driver by means of a trunnion on the inter- 
cepting valve stern B. As the stem B passes to the right, 
the valve Z is liffed, and as it passes to the left the 
valve L is allowed to fall. Fig. 4 is a detail of the pipe 
connections and passages leading to the pistons J K, the 
office of which will be described in what follows. Fig. 
5 shows the 1@ation of the intercepting valve and its 
parts in relation to the cylinders and steam pipes. Fig. 
6 isa section through the slide valve H showing that it 
hasa cylindrical seat. The operation of this valve is as 
follows: 

The engineer opens the throttle, as usual. Steam 
passes into the high pressure steam pipe Q, fig. 5, and 
passes through the pive P, which is tapped into the side 
of the saddle to the apparatus which actuates the inter- 
cepting valve, as shown in figs. land 5. It passes down 
through the passage Q through the small ports SS be- 
tween the pistons Jand K. K being larger than J, it 
has a greater total pressure ; hence, the pistons move to 
the right and carry the slide valve with them. This 
opens the port F and allows the steam to pass on the 
left side of the piston FZ, and forces it, together with the 
intercepting valve A A, to the right until it is in the 
position shown in fig. 2 with the C C passages closed, 
The position of the pistons J K and the slide valve H 
at this time are shown in fig. 2. 

During the foregoing operation, as the intercepting 
valve stem B moves to the right it carries with it the bell 
crank N to the position shown in fig. 2, thus lifting the 
balance poppet valve Z and admitting steam, as shown 
by the arrows, fig. 2, into the intercepting valve cylinder, 
from whence it passes out through the opening D into 
the low pressure cylinder steam chest, and in this way 
steam is admitted direct from the boiler to the low 
pressure steam chest always just before the engine 
starts. 

As soon as the evgine has started and there is an ex- 
haust into the receiver from the high pressure cylinder, 
steam passes from the receiver through the pipe 7, 
shown in fig. 3, to the passages leading to the small slide 
valve H, as shown in fig. 4. This pressure acting on the 
right hand side of the larger piston K, through the 
smaller passage U, overcomes the pressure on the other 
side of this piston K, and the pistons J and K move to 
the.left, carrying the slide valve H withthem. This 
movement opens the steam passage G, fig. 1, and the 
exhaust passage V, and admits steam to the right band 
side of the piston F and drives it to the left and with it 
the intercepting valves A, thus opening the passages C 
and the receiver to the low pressure steam chest. At the 
same tim? the bell crank N is moved to the left and the 
valve LZ is allowed to drop into the position shown in 
fig. 1, thus cutting off the connection between the boiler 
and the low pressure steam crest. After this the engine 
works in the well known way of the two-cylinder com- 
pound—that is, by taking steam into the high pressure 
cylinder, discharging it into the receiver, taking it out 
of the receiver into the low pressure cylinder and dis. 
charging it into the atmosphere. 

This intercepting valve apparatus differs considerably 
from the one first designed by Mr. Pitkin, and used on 
the Michigan Central Railroad. A description of that 
was given in the Railroad Gazette, Jan. 31, 1890, page 
73. That valve was operated by a piston, as the present 
one is, but it was only closed by the steam from the 
boiler, and the opening was performed by the pressure 
in the receiver acting on the intercepting valve itself. 
There was also an oil dash pot in the first design which 
prevented the intercepting valve from hammering. The 
same result, namely, the prevention of steam entering 
the receiver from the low pressure steam chest at start- 
ing, is produced in both the first and this, the second, 
design of the Pitkin intercepting valve. The difference 
between these valves lies in the mechanical construction 
and the method of moving the intercepting valve. 








Suburban Locomotive for the New York Central | 
Railroad. 


[WITH AN INSET.] 

The New York Centrat Railroad has introduced a new 
locomotive for suburban service to run between the 
Grand Central station and Yonkers on the local trains. 
The design is shown by the accompanying cut made 
directly from a photograph. (See the inset.) There are 
some novel features about these locomotives that are 
worthy of note. | 

The rear truck is made with six wheels with “porpoise” 
springs above and between the boxes, which act as equal- 
izers. There is a front truck constructed with a radius 
bar and equalized with the drivers. The tank extends 
for yard under the cab. This is done to reduce the over- 
hang of the tank at the back end. The fireman stands 
in a pit between the legs of the tank, while the engine- 
man is on top of the running board which is on a level 
with the top of the front leg of the tank. The position 





of the engineman is are as he stands high — to 
see both ways, over the front of the engine and the back 
of the tank. This is a point neglected in some recent 
designs of suburban engines. For that class of work it 
is absolutely necessary for safety that the engineman 
shall be able to see the track ahead within a few feet of 
the end of the pilot. On this engine another point of ad- 
vantage is gained over some other designs by giving the 
engineman a chance to see the rods and crossheads while 


M, | in motion. 


The parallel rods are of I section with' solid énds. 
The main rod is rectangular with straps on the back 
end and keys at both ends. The crossheads, and guides 
are of the Laird type. The engine is equipped with the 
Westinghouse driver and truck brake with comyfete 
attachment for the train. There are two ventilators in 
the cab roof. ‘ 

The drivers carry 90,000 lbs. The cylindegs are 18 iv. 
in diameter by 22 in. stroke. The steam pressure is ‘180 
Ibs. per sq. in. The fire box is placed above the frame 
and is made large enough to use anthracite coal. The 
appearance of the engine is very good indeed. The de- 
sign is by Mr. William Buchanan, Superintendent of 
Motive Power, and the engines were built by the Schen- 
ectady Locomotive Works. Following are the general 
dimensions: 

5 Ae anthracite coal, 


Barrel, "diameter Keusdcbboncusabisedecccentaneseveessandne 56 in 
ETM... once cas-acdwansensoesooetboobs %“ 
RE BS ie: 
Te  Mcniancdesswere seuisdsnapdabachate-eebubinn cae 11 ft. 
Firebox, Tength VEWEOSNE 2 £Evsolgnasns0o0ndnsesencstudbiaies 1084, in. 
MRED <82s0s0c500cvne¥esenceseuassscasateaelivs 6 “ 
” i ee ao sesepnee 6134 and 
Crown bars ‘eo elded in pairs). ot Rar eer ene x 
iis acemaseraunsactde 3s0>tsantbsseneasanteen BSaq St. 
ere surface: 
Firebox....... 





Tubes. es 
ee ae 08 7 sq . ft 
Smoke stack, diam. WMA 5 o< os Sys cdass Pbedescieisakes 15 in. 
Exhaust nozzles, double .......... ......0..00. decibos 16 
Ey SUNN GIEIEIE., -., od.csccusheonncesensuacbireneon 2,300 ga!ls. 
Coal ” tender besos cea ceedsendabeeds uae dedemuan 2% tons. 
CIN: c acinae<ebuccipeenh, Gieeth Shaul 18 in. diam., 22 in. stroke. 
, SRR: AS 524.22 sed: 16 in. x 144 in. 
PIII 1:1. Ghisice snebasdneedas eld eiakesWacd 16 in, X 24% in. 


Richardson balanc2d valves, lap 4 in. outside, +; in. inside. 
Greatest travel of valve, 5% in.; lead, full stroke, ys in. 
Driving wheels, diameter.. Be in. 





journals ekaane «ae 1% ‘in. x9 in. 
Front SEU, WOE. 6. 5o0 sce sccs sncesesetenssscuneescess 30 

— =e Mltktle 5a5ntesbasee bwin. x 9 “* 
Ke ae ° No. nniicinecdsvenheniaasscakkentnnnie 

PORTED... cccscccss 8+ + nannaenan 4% in. x 8 ** 

Main I I cis abo eeadsvacses oddceibiseasteed 4% in. xX 4% “* 
Intermediate crank pins hak een abe s abide Sin. x 5 “ 
1 Scilla, PREECE A AEE SEAT Bes 4% in. x 3% “ 
INS 5 9.5.4.0csccedckcesadsebcccatweaubaeed 2-2 ites * 
ET CD 5. ninth ch sande vedas snbsiaieiindeashenes A ae 
‘Total weight, with water but no coal..........- ..:» 163,500 Ibs. 
Distribution of weight: Front truck, 16,000 Ibs ; drivers, 95,000 


lbs.; rear truck, 52,500 }b3. 








A Brooks Suburban Locomotive. 





The Brooks Locomotive Works have built for the Chi- 
cago & Northern Pacifica new design of suburban en- 
gine having four drivers and a two-wheel truck at the 
front and at the rear. The engine is considerably like 
an eight-wheeler with the truck under the back end, 
with side tanks and a rear coal bunker. The back truck 
is equalized with the drivers. The engine has the mod- 
ern smooth finish and a taper stack, and has a wooden 
pilot in the front and rear. Sand boxes are placed be- 
fore and behind the drivers. The engine is designed to 
burnanthracite coal or coke. It has an extended smoke 
box and fixed Miller buffers front and back. There isa 
special form of binder for the pedestals of the frame 
jaws consisting of strap bolts which pass outside of the 
pedestals instead of through them. The engine presents 
ahandsome appearance, and the details are well de- 
signed. It has the following equipment: Crosby pop 
valves, United States metallic packing, Cook bell ringer, 
Latrobe tires, monitor injectors, Westinghouse air 
brake for train and signal, and New York Air Brake 
Co.’s driver brakes. 

The following are the general dimensions: 


SL  <cinebaasbskadesanes saipessnceddebartacends 
Suteteer Ww RE tid ctensnetns vit adendeene 
Rigid driving wheel pO sina ase Rain aainica Anaabe eh ere 7 i 
Total wheel base of en 
Weight on drivers, wor 
Weight on front truck 

Weight on rear truck..........0.0--s0¢ > 
Total weight of engine in working order ni 
Tank capacity (two side tanks)..............+ , 
Fuel, + SE rtnsneeusakesd cen sdeenubawassaee 





ot 

NS cnscs ck cksakeees9340e108e ooheneeeten abe top. 
na ccignagstanscsdcavecnssssenwon es Spang ——. 
NN nc cninns nines eesnien<eeeesses sounds iebenueane 46 


i: 15s. cnsseseabed ang ssbb ng iiseiaenee Maan 
Tubes 








MP D.. < 1... 05 socdpaaeaen sa anehhesceanseaaenseanene 140 
En” S50 sy beae ac duages cscs ssheskasdandhesheeke 2in 
PI ss 50 Re O6nshisdéd shee rsbbiny esbohasaeegnasd ie 9 ft. 
RE NE So i vin tiees becebvhsh0snuhsaesed 12: abel xX 34 in. 
Thickness of sides, ,{; in.: crown, 344 in.; back, in: ; tube 
sheet, 4 in. 


Water spaces, 4 in. front; 3in. side: 3 in. back. 

Crown support, double bars, 34 X 446 in.; centres, 5% in. 

Steam pressure, 180 Ibs. 

Machinery.—Piston rods, hammered steel. Guides, case 
hardened, Crosshead, cast steel. Steam chest valve, Morse 
balanced. Driving axles, iron,* x 8 in. Connecting rods, 
iron. Crank pins. iron. 

Engine trucks (leading and trailing)—Style, swing centre. 
ho 5 ~ yu cast iron; spoke, 30 im. Axles,iron. Journals 4% in. 
¥ n. 








The Western Society of Engineers has an Outing. 


The Western So¢iety of Engineers held its first Fall 
meeting on Wednesday, Sept. 2,out of dvcrs. A special 
train was provided by President Fish, of tne L[llinois 
Central. Starting at 10 o’clock the party visited 

THE WORLD'S FAIR GROUNDS. 
The train was backed across the lagoon over to the 
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lake shore, giving an excellent opportunity to see the 
foundations of the administration, mines, and woman’s 
buildings, as ‘well as the excavations and sites for the 
other structures. The point of special interest was the 
modeling plant. The work of this department may be 
said to have but fairly begun, as the extent of this class 
of labor can only be realized when one considers that 
the decorations and statuary for all the buildings must 
be manufactured in so short a time. The “reliefs” are 
laid out on board frames with charcoal sketching and 
then worked up to the proper thicknesses: The material 
used for this class of ornamentation is the clay taken out 
of the lagoons and canals by the dredges in the grounds. 
Portions of friezes and cornice work, as well ds pillar 
coverings, were seen in various stages, 


The principal ground work material for the exterior 
finish on most of the buildings is what is termed “staff.” 
This is a composition of plaster, cement and a wood fibre 
oroakum. This latter gives a firm consistency to the 
“ staff” and prevents looseness or cracking in the cover- 
ing when on the walls, 








PULLMAN, 


After lunch the party went to Pullman and through 
the shops. There they saw some new parlor and chair 
cars under construction for the Pennsylvania and the 
Northwestern. These represent the latest designs in 


in. | Stamped and grill work, and are furnished with easy 


seats and chairs of rich finish, much attention having 
been paid to the perfection of details. In the street car 
department the doubie deck tram cars were shown, by 
which the height, heretofore necessary with this class of 
carriages, has been reduced, and the passengers on the 
top now sit on an intermediate deck with their backs 
- | against the monitor deck and their feet resting on a plat- 
form deck cut out of the angle in the upper corner of the 
ordinary car. These cars are now being turned out by the 
Pullman Company, with the staircases at the ends in 
some cases, and in others at the centre of the car, the 
twoends being closed. The upper decks are supplied 
with awnings and may be closed in with glass around 
the sides during the winter. From top of the rail to the 
top of the upper foot board is but 7 ft. on a single truck 
car, and as they are enabled to double the capacity of 
the car in this way with an additional expense of but 15 
to 20 per cent., the advantages will be apparent. The 
party was much interested in the woodworking depart- 
ments where there is a highly successful system of con- 
veying all dust and shavings from the boring and plan- 
ing machines, 
BRIDGES, 


From Pullman the train went over the West Indiana 
to the Chicago, Madison & Northern tracks, thence to 
the crossing of the C., B. &Q. Here theC.M.&N. 
has erected a 161-ft. span bridge having a xhallow 
floor system, the distance from the bottom clearance 
line to the base of rail being 2ft. The floor is made up 
of boxes formed of angles and plates with the ties placed 
in these boxes on short angles riveted to the vertical 
plates. These boxes are supported on angles riveted to the 
longitudinal girders, All the ties are sized exactly, and in 
erecting the bridge it was found that when completed 
a straight edge placed over the top of the ties showed 
the surface to be level: within: about , of an inch. 
This floor weighs about 350 lbs.more per lineal foot than 
the ordinary floorsystem. The cost for erection of this 
bridge, including painting, was seven-tenths of a cent 
per pound, and total cost a little less than 4% cents. 
The viaduct over Ogden avenue is built with the same 
system of floor and measures 146 ft. in length. 

The next point visited was the “skew” bridge over 
the canal. It isa five panel skew, 254 ft. length of truss, 
and 90 ft. (at right angles) between abutments. The 
bridge has four tracks, each span having one fixed and 
three sliding ends. 

The visit planned to the works of the Illinois Steel Co. 
was unavoidably postponed on account of lack of time, 
-| although some went through the plant and took the 


. | street cars back to the hote’s. 


The interlocking system of switches at the balanced 


.| draw span where the C. M, & N. and Chicago & Alton 


tracks cross the south branch of the river elicited much 
interest. The latter tracks come in here from the south, 
| venntag over the others by the use of frogs and cross- 
ings at either end, so that there are gight rails across 
the bridge laid in pairs spaced 4% ins., although the 
width of the draw is sufficient only for 2 double track. 
This draw bridge swings with one end over the river 


. | while the other and shorter end is over the land. The 


land end trusses are of eye bars, whereas those over the 
river are the usual latticed posts and chords with eye 
bar diagonals. The extra weight of the long end is 
counterbalanced by material placed in a plate girder box 
below the floor, thus making the bridge swing without 
the slightest uneveness. 

The intricate system of crossings at Stewart avenue, 
which are to be changed and interlocked as shown in 
the Railroad Gazette of April 24, 1891, was next looked 
over. This work is just about to be vigorously taken in 
hand as all the difficulties concerning trackage and 
rights between the various roads crossing here have at 
length been amicably settled. 

The tie preserving plant of Mr. Chanute was unavoid- 
ably omitted, although opportunity was given the fol- 
lowing day for individual members to see it. 

There were altogether about 125 in the party making 
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the round trip, and to the efforts of Messrs. Cooley, 
Wallace and Weston the success of the trip is largely 
due. 

ENGINEERING BUILDING, 

At the evening session at the Grand Pacific the prin- 
cipal subject before the members was the project for 
erecting an engineering building to be placed on some 
desirable corner in the centre of the business portion of 
the city. The committee appointed for the purpose has 
developed the project on a conservative basis, and the 
interest manifested by the members seems to warrant 
the expectation that before long the erection will be 
fairly under way. The comparatively small amount of 
stock yet to be sold, it is believed, will not delay the en- 
terprise. 

The proposed building is to be 12 stories high with an 
additional high story, occupying the central portion of 
the building, designed for the quarters of the society. 
The site proposed is 189 ft. x 721¢ ft. on a corner. 

The object of the company is to form and assist 
in maintaining an organization for the advancement 
of the science‘of engineering and the interests of the 
engineering profession, for maintaining a library and 
assembly rooms, and for the publication of scientific 
and engineering literature. The capital stock of the 
company will be $400,000. The company will issue 
$300,000 in first mortgage bonds at 6 per cent. or less. 
The building to be erected, with all incidental expenses, 
will not exceed in cost $600,.00, of which $300,000 is pro- 
vided for in first mortgage bonds, $300,000 by an equal 
amount of the $400,000 stock to be issued. One hundred 
thousand in stock forms a surplus to cover arty possible 
emergency which might arise. After paying the running 
expenses, six per cent. interest on bonds, eight per cent. 
on the stock issued and paid for, and $20,000 being set 
aside toward a sinking fund to retire the bonds, any sur- 
plus income will be divided equally among the stock- 
holders and the Western Society of Engineers, This $04 
ciety will have the privilege of purchasing be. stoék is- 
sued at the expiration of 10 years at its thei thatket 
value. The rental of the flodrs boyé § the i grduiid floar a. and 
first story are assuinéd ‘ata “aubliforny price of” $1.75 Ber 
year per sqQare To = Of thes $300,000. ih. “Stock Which it 

, is Roy, propbsed to “place; “$150, oo is’ ‘already provided 

“for; leaving $150,000°Eo | be‘taken among members of the 
= society and? their ‘friends The, Shares are. to ‘be $100 
“each, Vayable pie four installments, between Nov. 1, T8o1, 

‘ “and May i, 1892,“ 
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Shallow Bridge Floors. 


One of the topics considered by the Western Society of 
Engineci's “at its” last’ mecting” was “that of ‘Shal- 
low “bridge-floors. ~ The call’ f6r ” ‘careful examination 
into this eonstiuétion has ‘become urgent on accoutit. of 
the requirement of the® Railroad ‘aiid Warehouse Com- 
missioners of Tiftndis for evérhead ‘crossings wheréver 
feasible. It is’ “eSpecially-akgént” where” railroads _ pass 
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32 or 42 ft., as circumstances required. The plate girder 
was determined upon as being 42 in. in depth, built up 
to suit the length of span, the height being limited by 
the standard car clearance line used by this company. 
The height of the rail is taken at 5in. and that of the 
cross girders 12in. These transverse (I-beam) girders 
are set with their bottom line on a level with that of the 
bottom plate on the main girders. 

The ties are cut out around the top to fit around the 
upper flange of the I-beams and sufficiently to allow a 
small space between the beams and rails. The ties are 
bolted to the beams in pairs with rods threaded at both 
ends. This permits the removai of the ties by slipping 
all bolts (in any one pair of ties) to the left as far as pos- 
sible, then moving the right hand tie out to the right 
and then duwn. The bolts are then slipped clear over to 
the right, when the left hand tie may be removed in a 








4 

















wa 
bie eee 











similar manner. In putting in ties this order is reversed, 
The I-beams are riveted in the usual manner to gussets 
fassened, with angles to the web of the main girders. 

©: Phe second method, fig. 2, contemplates introducing 
inttrmediate longitudinal girders. The web plates for 
rtliesé “extend only between each pair of transverse 
gifders.and are connected above the latter by short web 
plates: Tie angle iron at the top and the plates along 
tthe bottom. however, reach the full length of the bridge 
span: By placing these intermediates at proper distances 
from thé.rails, and having but one angle iron at the top, 
they also serve as guard rails. The ties are fastened 
down to augles riveted to the inside of these plates: The 
top of the: rail-is on the same line with the top of the 
intermediate girder, from which point to the bottom of 
the plates 18 in:- 
:, Et was.suggested that the transverse girders be made 
up of two channels, back to back, with a plate between, 
and that the plates” extend up to the gusset, so the chan- 
nels might be ‘riveted each side. Either one of these 
floor schemes would reduce this height above the clear- 
ance line toquite a Small amount, though the second 
constriction would be somewhat more expensive than 

the first, and the manner of removing the ties when 
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ncaili cities on elevated track ana east eedace as ‘ihaeh | 
as possible the height of the rail abdve the &treet.. Where, 
long embankments occur at both ends of bridges the’in- 
evease of clear height.by even a few inches adds mate- 
‘rially tothe cost of*filling, sothat an expenditure of time 
‘im devising:some nieans of Towering the floors. is a good 
investinenti : Se ay) ** 1S retn 4 
A difficulty of this kind was presented to the Chicago, 
Burlington & Quincy sonie months sifice at'wpoint where | 
lit becattie necessary to.raise their tracks for quitéa dis. 
vtancé to-allow another lite to. pass’ ‘under; and as’ this 
“place was-near a‘townsité it was fniperattve to keep the 
distance from the-clearance ine td’ théetop of the’ rail 
very Small... The éllustrations giveth show'two schemes 
presented by the onemonins departniént for itiveting 
thisendis 8s 2 9R4 
Tn fig. 1 the length of therapan’ is made for eonvénience 
39 ft., but it'was ‘expected that’ Whel' ‘the. matter was 
. worked: zip in'detail this distaricé might/be chatiged to 
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“ae 4 ws y Fie; 1—Shallow Bridge Hoots. 


“bolted direct tothe transverse wnidinbert “Would be more 
jeonvenieant, and therefore aunt for. rend als of track. 
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eaiinaes, Rails... - 
——— 

What follows is the substancsot A, bier by Mr. R. 
Taylor Gleaves, read’ before “th e’ Epp ineers’ Club of 
Philadelphia, ‘Nov, 15; 1890, ané -Jast. lished in the 

Transactions of, that club, | So far gs, a this is the 
r only experiment. yet made with Mr, ‘Ndonan’s scheme. 
Certainly the results are, egseereg. : 


In 1286, Philip Noonan, - AB sec tien master on a Louisi- 
ana railway; took ott. a patent of “self-surfacing 


track,” the chief Zea of. ¢b°is a continuous rail. 
In June, 1 I jaid a thee 





. track, under that 
system, ‘on the Ln 2Darh: fam Railroad. and 
, ae after atest fomeered a& Venture this account 
of i 

The ground ‘coyered by,,the patent may be briefi 
stated as follows: iA by Hie bate of the acttaney® 
pattern, carried “upon ordinary;.ties of wood or iron, 








weighted down with a covering of earth, gravel or stone, 
so that they cannot easily move. 

The spikes are not driven home by three-eighths of an 
inch, so that undulations may take place in the rail! 
without disturbing either the spikesor ties. At fixed 
foiats in the track, such as frogs, and at the foot of 

eavy grades, the main line rails are turned out with an 
ordinary split- -switch point, asif a teguiar turnout was 
to be put in. 

In fig. 1A is the switch point that continues the gauge 
of main line; Bis the main line rail turned out;C is a 
cast steel ¢ lutch, one end of wich grips the base of the 
rail, the other 
bears against 
the 1C-ton spi 
ral spring D. 

The action 
0 of the track 
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a ee is as follows: 
Owing to the 

Ein 1 spikes being 

sessile slightly lift- 


ed, the rail has a limited vertical motion, and owing to 
the turnouts at each end of long sections, a free longitu- 
dinal motion. Now, when a rolling load comes upon it, 
minute waves are formed, and the rail creeps in the direc- 
tion the load is moving. You are all familiar with the 
annoying results brought about by this in the ordinary 
track, butunder the Noonan system it becomes the sum- 
mum bonum and brings out the striking features of 
the patent. The actionfcr the track under a moving 
load resembles that of a linen collar when a laundryman 
passes a flat iron over it; the undulations formed_ in 
tront of the iron (or load) are pushed ahead to the end of 
the collar (or track section), leaving all behind it straight 
and smooth: and in the case of the rail the clutch C allows 
the waves to pass out, and the spring D takes up any 
backward motion of the rail and prevents noise or jar. 
Fie. 9 is a section 0’ the track, shoving the lifted spikes 
and the cover- 


LMA WOLD it ¢g ine of the ties. 
“" In ‘putting 
down the track 
the first diffi- 
rig. ya 


_  eulty encoun- 
tered was to secure an abh:olutely 


é continuous’ rail. 
The cost of an electric welding plan* placed it beyoud 











my reach, and I was, therefore, fo:ez:d to use 
two heavy fish bars, % in. thick, bored with 
round holes, that corresponded to the fishing of 


the rails when the ends were brough? in contact; then 
with drift pins and four l-in. rivets I made a joirt that 
has not opened in the slightest, and a rail that is practi - 
cally continuous. W hile | the riveting was in progeess, 
and before the track had been eitber surfaced, lined or 
covered, there was sume trouble from expansion; but 
since it has been completed there has not bveen the 
sligntest buckling, nor is there any perceptible pulling 
in on the curves. 

The ties are covered witha red clay containing some 
loam, and to prevent dust I turfed a part of the track 
and sowed grass seed over the remainder. Now, instead 
of a wrench, the watchman pushes a mower, ‘and the 
roadbed looks like a pretty green lawn, with two metal 
riobons laid across it. 

It is useless to call your atiention to the expansion of 
an ordinary 30-ft. rail under the various ranges of tem- 
perature, but I am much puzzled to tell what becomes of 
the expansion and contraction in a rail three miles long 
when it isat rest. So long as rolling loads are passing 
over it, and the rail has a jongitudmal motion given it 
every few hours, I can easily account for the disposition 
of changes in length; but these rails have remained 
undisturbed for 36 consecutive hours during a variation 
in temperature of 30 degrees, yet the alignment of the 
long tangents has not varied, nor have the curves 
altered their positions. 

I am well aware of the prejudice against new appli- 
ances, and I, myself, confess to a conservatism ee 
makes me dread the advent of a man with a patent. In 
the case of this track system I declined pcsitively to test 
it until directed to do so by the President ; but now that 
the test is made, I am a convert, and, with the zeal com- 
mon to recruits, must speak out. Quite a number of 
trackmen and a few engineers have examined the 
system. The trackmen are all delighted with it ; the 
ehgineers look wise, shake their heads, and doubt its 
utility. One prominent manager listened very intently 
to a description of it and then ‘said: * Why, it’s impossi- 
ble. No track can be maintained without stone ballast 
and constant labor.” 

‘Itis natural that Ishould dislike being doubted, yet 
my convictions force me to the following assertions: 
that there is in Virginia a section of track laid with rails 
three miles long; that it has been in service since June, 
1889; that it has not been surfaced or lined since put 
down; that the only expenss of maintaining it has been 
the watchman; that engines weighing 104.000 lbs. are 
frequently run over it at a speed of 50 miles per hour; 
that it is simply ballasted with earth, and that I shall 
take pleasure in showing it to any one who cares to in- 
vestigate. 





The National Surface Cattle Guard. 








The vattle guard known as the National Surface Guard 
is now familiar in a general way to all railroad men, 
and we propose here to describe only the changes and 
improvements that have been made somewhat recently. 

The vertical stiffness has been changed somewhat, 
so that loose brakebeams .or rods will not injure 
the guard materia'ly, and the lateral stiffness has 
been reconsidered so as to permit a certain vibration 
when catrle step on the guard. This is an important 
factor in stopping cattle, as stock will frequently crossa 
sharply pointed guard, provided the strips are held 
down solidly, with no side motion. 

Other improvements and modifications will be made 
clear by examination of the cuts herewith. 

The general construction of Nos, 1, 2and 3 is similar 
in the main, the difference being in the form of the lon- 
gitudinal strips, those in No. 1 being plain slats 9 ft. long, 
spaced 2)¢ ins., with. the alternate slats 4 in, and 2 in, 
in height. No. 2 has,sawteeth on the 4 if: slats for one- 
third their lengthyand“like the’ firat. weighs 140 ibs. 
for each section-Gr 560 ibs. for & single track guard. 
This form was designed: for'‘usg: throughout the states 
where range cattle-are found, the saw teeth deing’ placed 
toward the highway. ~No..3 has'in addition tothe saw 
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teeth, barbs on all slats ; the spacing is lessened to 2 in., | 
and the weight increased to 600 lbs. These barbs will 
prick the legs of. hogs, and this form is designed more 
especially for the “ razor back” hogs found in the South- 
ern states. No 5is somewhat lighter than the others, 
weighing only 400 Ibs., and is made of angle iron, with 2 
in, openings, and 2 in. difference in tbe height of the 
slats. On account of the lateral stiffness of the angles 
no intermediate blocking is found necessary. 











fact that the roadbed retains its normal structure at , 
points where guards are placed. To introduce these 
guards two crossties are removed and replaced by two! 
sawed ties 10 ft. long and spaced 9 ft., the intermediate 
ties being laid at the centre and under the distance 
blocks. The construction of this distance blocking is 
shown in thesmaller cuts, and consists of asneet stamped ' 
out and pressed down in a former intc a A shape. In 
one design the slats are made of J shapes, in which 
case the blocking is made in two parts and riveted. 

This guard when laid is suspended for the 9ft. and 
does not rest on the intermediste ties, being spiked 
down securely with four track spikes. Each section is 
closely fastened together with four bolts just under the 
top of the A. All of the above mentioned cattle guards 
are made of steel throughout. 

A serious source of wreckage with the pit guard is the 
dropping of the derailed trucks into the hole in the 
track and ditching the cars behind. This, of course, 
is avoided with the surface guard. Putting down 
these guards requires no skilled labor and is also easily 
and quickly done ; the total cost when in place being 
much less than that for labor and material on many of 
the old forms standard on the different lines. 








Canadian Railroads as Servants of the 
United States. 





In the Independent of Sept. 3 Senator Hoar, of Mas- 
sachusetts, writes under the above heading. We repro- 
duce a considerable part of bis paper, which in the main 
takes precisely the ground that we have always taken 
in this matter. 

In the rivalry between American communities. the 
question of cheapnéss of transportation will have much 
to do with success or failure. There seems to be no 
good reason why American merchandise should prefer 
to ashort and cheap route through Canada alonger and 
more expensive one, merely because the latter is wholly 
on American soil. As well might seaboard cities refuse 
to avail themselves of cheap water transportation and 
send their merchandise wholly by land at greater cost. 


| through Canadian 


1b 


of them as with tle portion of the United States to the 
sonth of them. The Canadian railroad system, there- 
fore, wiii be enabled to make better terms in doing the 
through business of widely separated American cities 
with each other, not only by the fact that their routes are 
the shortest, but by the fact that they may naturally ex- 
pect a local traffic which in this and in all other cases 








ject themselves to any penalty which will secure their 
obedience to that law. ithout considering the justice 
or wisdom of the Interstate Commerce Law, in two 
great particulars, the probibition of what is called pool- 
ing, and the prohibition to charge a larger sum for a 
short haul of merchandise than is charged for a longer 
baul over the same road, it seems clear that the Cana- 


will enable them to perform the long transportation at | dian law is better than ours in one respect. We leave 


less cost. 
Michigan’s connection with the 
territory, or 


East must be 
must 





through Canada, is by the way of Toledo and around 
Lake Erie. The distance between Detroit and Buffalo, 
y rail through American territorv, is 361 miles. The 
distance between Detroit and Kuffalo through Canada 
by the Grand Trunk is 259 miles, more than 100 miles 
less. The distance between Port Huron and Buffalo 
through Canada is 198 miles. But from Port Huron to 


Buffalo through American territory the distance is 423 | 


miles. I can conceive no good reason why the Ameri- 


the interpretation of the long and sbort han] clause 
to a commission in particulars which affect the 


zh | : by a/| prosperity of great cities and their foreign and do- 
The great advantage of these designs is found in the long circuit. Her only railroad route to the East, save'mestic commerce when this 


interpretation ought 
to be declared by the law-making power 
and is declared by the law-making power in 
Canada. When the Interstate Commerce Law 
was passed, the conference committees of the 
two houses were asked whether they consid 
ered that the fact that two cities at the end 
of arailroad route had also a water route 
co npeting with it, which intermediate points 
on that route did not have, or the fact that 
Western freight destined to one point was 
t>2 be carried to Europe, and Western 
freight destined to an intermediate point 
on the same route was intended for 
local consumption, constituted different 
conditions or circumstances, so that such 
cases would be an exception to the long 
and sbort haul clause of the law. On the de- 
cision of this question depends the prosperity 
of ports like Boston and Portland, and the power of 
Boston to take any share of the foreign commerce in 
competition with New York. The conferees on the part 
of the House declared that neither of these cases was 
different from the ordinary case, and that they made no 
exception to the operation of the law. The Senate con- 
ferees. declared directly the contrary. So that this 
doubtful question to-day is dependent upon the construc- 
tion given by the Interstate Commerce Commission. On 








Canada not only connects the two oceans by shorter | can people should not avail themselves of the shorter 
parallels of latitude, but her territory projects itself | distances, the cheap construction. the level grades, 


into ours like a vast elbow. The northern extremity of 


which the Canadian railroads afford for their service, as 


Maine is in latitude 47° 40’, while the line separating us | they avail themselves of the Atlantic or Pacific Ocean, 
from British Columbia, Assiniboia and the westerly half | or_of the lakes. 





of Manitoba is the line of 49°. So that nearly the whole 


Millions have been expended by Canadians and by 


of the settled portion of Canada, and all her great water | Englishmen to connect this system with the United 
system, aay a great part of the St. Lawrence | States. 
River, lies 


south of some of the 
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No. 2 
THE N 
tant cities of the United States, and_ very 
slightly to the north of many others. .. Nature 


seems to have designed Canada for the closest 
relations to the United States. On the other hand, her 
provinces ean be connected with each other only by very 
costly artificial bauds. The towns on Puget Sonnd, Ta- 
coma and Seattle, are natural metropolitan centres of 
trade for British Columbia. The natural centres of 
trade and manufacture for Manitoba are St. Paul and 
Minneapolis. The natural outlet for commerce and the 
natural source of manufacturing supply for the Eastern 
provinces are Boston and Massachusetts. Allalong our 
border there are great cities, like Buffalo, Rochester, 
Detroit, St. Paul, Minneapolis, Tacoma and Seattle, 
whose merchants think themselves entitled to as close 
trade relations with the portion of Canada to the north 





the contrary, in Canada, the legislative power has deter- 
mined this question for Canada by the following pro- 


vision : 

**No company, in fixing any toll or rate, shall, under 
like conditions and circumstances, make any unjust or 
partial discrimination, between different localities; but 
no discrimination between localities, which bv reason%of 


Treaties and conventions have been entered into | competition by water or railway it is necessary to make 
most impor- ‘to favor the connecting of this system of roads with im- | to secure traffic, shall be epauae * Cac unjust or par- 


I do not believe that 
the extreme measure of 
requiring a license of 
the Canadian railroads 
to do business as part 
of lines connecting 
points in this country, 
and authorizing the ab- 
rogation of such license 
if they sball be held to 
have violated the Inter- 
state Commerce Law, 
is either wise or neces- 
sary. The powershould 
never be granted to 
any one man or any 
body of men to put a 
stop to the business of 








ATIONAL SURFACE CATTLE GUARD. 


portant pointsin this country, so that the American car- 
rier may perform service for Canada and transcontinent 

al service between Europe and the East on the one band, 
and the Canadian carrier may perform like service for 
the United States on the other. Great cities, great tracts 
of country, many individual manufacturers, merchants 
and farmers, are dependent not only for prosperity, but 
for theircapacity to do business at all, on the continu- 
ance ofthis system of things. .. . 

Now itis said that the Canadian railroads have an 
undue advantage over our own, because they are not 
subject to the provisions of the Interstate Commerce 
Law. The Canadian railroads challenge this statement, 
and earnestly assert that they comply with the Inter- 
state Commerce Law in all respects, and that they are 
willing to submit themselves to any scrutiny, or to sub- 


a great railroad. In 
such case it is not the 
railroad or its stock- 
holders that would be 
the chief sufferer, but 
the men who have 
made their business ar- 
rangements dependent 
upon the service which 
the railroad is to render 
them. I donot believe 
that the great cities or the great manufacturing districts 
of New England, that Buffalo, Toledo, Rochester, St. 
Paul, Minneapolis, the great cities of the Northern Pa- 
cific, or even Chicago or New York, would long submit 
to such an arrangement. 

It is said also that by helping build up the railroad sys- 
tem of Canada, we create what would be Sgrest military 
danger tous in case of war with Great Britain. On the 
contrary, it seems to me that we are getting a hostage 
which will forever bind Canada and Great Britain, so far 
as she cares for Canada. to good behavior toward us. 
All the property which the Canadian railroads, or which 
Canadian or British capital have invested in connecting 
lines in the United States at once becomes worthless to 
them and a means of attack to usif war break out. . . . 





It is said that the principle on which,the protective 
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tariff rests requires us sqnally to exclude foreign car- 
riers from ourcompetition. It is unnecessary to discuss 
this theory. Ido not believe that a popular majority, 
or a majority in either house of Congress, will ever be 
found to carry that principle to such an extreme as to 
reject altogether the use of foreign railroads. Indeed, 
such use is essential to the prosperity of many do- 
mestic enterprises. The Canadian railroad will help 
New England to get a Japanese market for her 
cottons, and to recover for them the Chinese mar- 
ket where she had a_ vigorous competition with 
England before the War. The American 
railroad system isin no danger of being destroyed b 
foreign competition. On the contrary, foreign competi- 
tion, like the competition by the great water routes when 
the lakes are open, exercises a healthy check upon rail- 
road monopoly and extortion. It is to be considered, 
too, that if this business be permitted, not only a large 
amount of American transportation will be taken by 
foreign carriers, but a large amount of transportation 
for foreigners will at the same time be performed by 
American carriers. It is also true that the Canadian 
carrier will very often have a large interest to bui!d up 
American cities, even at the expense of those of Canada. 
Indeed, loud outcries to this effect have already been 
made in Canada by the opponents of Sir John Macona!d’s 
government. 

The American people, however, ought not to forget 


“ 
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Multiple Speed Railway—End Elevation. 


that the American railroads are as much entitled to 
protection against foreign hostility or unfais com- 
petition as any other form of capital or of labor 
. « « The Canadian railway system is much more 
closely identified with the government itself than 
ours can ever possibly be. Indeed the Canadian Pacific 
Railroad was sometimes spoken of as the alter ego of 
Sir John Macdonald’s government. The Canadian rail- 
roads cannot, therefore, undertake anything in the na- 
ture of a railroad war upon the railroads of the United 
States, or undertake to set at defiance the railroad poli- 
cies established by our government without the conni- 
vance, if without the active support, of the Canadian 
Government. Such an attempt would be sure to arouse 
the combined opposition, not only of the American trans- 
continental railroads, but of all ships not directly de- 
pendent upon the Canadian railroad system, of al! 
persons interested in maintaining our own railroad 
legislation, either state or national, and of our Adminis- 
tration itself... . 








“Multiple Speed” Railroad for the World’s Fair. 

Messrs. Schmidt & Silsbee, the inventors of the ‘“‘mul- 
tiple speed” platform railroad which we have mentioned 
before, have permission to build a temporary struc- 
ture, 900 ft. long, at one side of the World’s Fair grounds 
on which to exhibit an example of their system until 
the fair is opened. The structure is a wooden trestle. 
The rails and rolling stock are made as follows. 

There is an ordinary track laid 3 ft. 9 in. gauge, form- 
ing acomplete circuit, but not of circular form; it is 
somewhat in the form of an ellipse. On this track runs 
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Plans and elevations of one-half of carand platform. 


Multiplé Speed Railway. 


a series of 18-in. wheels with flanges % of an in. high, 3; vas vestibule are also shown. The cars are separated 
of an in. thick, and tread 8in. wide. These wheels are 224 the open space is covered by a ,j, steel plate and | result of a test by the New York, New Haven & Hart- 
mounted on axles having 2 in. x 4 in. journals. The | ©#@V@S. The seats have cast iron ends with wooden seats ford, in which it was shown that although the‘combina- 
journals are ontside of the wheels. These axles carry | 2%4 backs. They are arranged on the fast runuing plat-| tion was applied to the last two of a train of six experi- 


oil boxes of the ordinary form, with brass bearings and | form only ; the side platform has a series of iron pipe | 


Morris lids, which are attached by means of two bolts 
and suitable flanges and two longitudinal timbers 
which form the framing of the truck. 

The truck frame consists of four longitudinal members 
joined at the ends by end sills and secured by cast iron 
corner brackets. The end sills of the truck have draw- 
heads which are attached by means of bolts with one 
through rod from end to end. These drawheads are 
simple jaws and are connected by means of a solid link 
and two pins. The truck frame has a lateral extension, 
which is carried by the extended end sills. This lateral 
extension carries the platform, which is formed by 1-in. 
boards with an angle iron edge. This platform, the 
truck frame, the axles and the wheels are all in one 
connection, and they all travel together at aspeed of 
three miles per hour. 

Running on the wheels already described and at a ve- 
locity twice as great as the truck below is a platform 
carried by steel rails 44 in. x 4iv. The rails are no 
attached to the platform, but are carried in grooved 
brackets. These brackets have steel shoes, on which the 
rail rests, with rubber above the shoes in the brackets. 
The rubber takes the place of springs on the platform. 
The rubber block is 5 x 144 x 15¢in. This platform is 
the car proper and is carried along with the rail by the 
friction of the rail in the sockets. Fach car or sectional 
platform has two brackets for the rails. The bracing of 
the platform of the car frame is shown in the engrav- 
ings. The location of the seats, hand railings and ean- 





. 


posts. Passengers enter only from one side to the mov- 
ing platforms. The other side is protected by a wire 
netting and canvas vestibule. 

There are to be seventy five cars, each 11 ft. 111¢ in. 
long over drawheads and 75 platforms of the same 
length. The cars and platforms are made of white oak 
boited together. The floor is of pine,tongued and grooved. 





clamped between the angle iron and the edge of,the floor 
to act as a guard to prevent the toes of passengers from 
getting between the platform and the car. The floors of 
the cars and the platforms are prevented from chafing 
due to the movement of the covering plates by means of 
two strips of iron secured to the floors by screws. The 
cars on which the motors are placed are fitted up in the 
same manner as the other cars, except there is provi- 
sion made for putting on pig iron to increase the trac- 
ticn, if necessary. 

The following is a description of the operation of this 
peculiar platform: The trucks are a continuous link 
chain around the entire circuit of the track. They are 
driven directly on the axles by means of electric motors 
spaced uniformly throughout the length of the train. 
As the lower wheels revolve the side platform travels 
at the same speed as the trucks as they are attached to- 
gether. This platform then travels at, say, three miles 
per hour. Passengers step upon it from stationary plat- 
forms at about the same level. The quick moving plat- 


+= orm is carried on the periphery of the wheels of the 


trucks. As the top of the wheel moves along the track 
at a rate which is twice the rate of movement of the 
centre of the axle and the parts attached, it is evident 
that the second platform will move twice as fast as the 
first, or a speed of six miles per hour. When the 
passengers have reached the first platform they will be 
traveling at three miles per hour, and with a uniform 
motion it would be no more difficult to move from the 
three-mile platform tothe six-mile toan from the station- 
ary platform to the first or three-mile platform. 

The construction of this work is to be undertaken at 
once, and the contracts are let for the trestle work com- 
plete to the Remington Construc-tion Co., of Chicago ; 
for 900 ft. of rolling stock to the U. S. Rolling Stock Co., 
and for the electric plant and motors, with fixtures, to 
the Thomson-Houston Electric Co. 








The Leland Car Heater. 





The engravings which appear herewith show the 
Leland Heater and its application tothe cars of the New 
York, New Haven & Hartford Railroad. The plan con- 
sists of a new Leland water heater, (the construction of 
which is shown in the enlarged detail illustration), ap- 
plied to supply heat to the water of the Baker system. 
The Baker plant remains intact and may be used if re- 
quired, but placed immediately beneath the centre of 
the car are a pair of the Leland heaters shown at L. H. 
inthe plan. Steam from the locomotive reaches the 
Leland heaters through pipe F and valves C and A, 
passing through the two heaters in succession. 


The Leland heater consists of an outer water shell and 
an inner tubular steam shell. The steam to do the heat- 
ing is admitted at the nozzle marked “steam inlet” in 
the enlarged illustration, circulates within the inner 
shell and about its tubes and passes out to a second 
heater or to a drip for condensed water. The water 
passes into the outer chamber through the nozzle 
marked “water inlet,” and out of it through the nozzle 
marked ‘“‘water outlet.” It circulates through the 
heater: tubes and on the outside of the heater shell, 
taking up the heat of the enclosed steam. 

As shown in the car plan, the water in circulation 
passes along the whule of one side of thecar. It then 
returns to the centre of the car, passes beneath the floor- 
ing to a Leland heater at the opposite side, through 
which it moves and passes up through the car floor to cir- 
culate along the opposite side of the car, and returns 
through a second Leland heater to the Baker plant. 


The adoption of the Leland-Baker combination is the 


mental cars, it effected a heating circulation in advance 
of the other cars, and kept up a required temperature in 
the two cars with steam pressure from the locomotive 
averaging between two and six pounds to the square 
inch. 

The Leland heater may be applied to and inserted in 
any portion of a water circulation system for assisting 


| in the heating. These heaters are manufactured by the 


The floor cf each car is to havea strip of 1 x 1 angle | Leland Car Heater & Steam Coupler Co., of 90 John 


iron along its outer edge and a strip of coarse rubber | 


street, New York City. 
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Government Regulaton of I I Without this subjec- 
Reliveeds.* ¢ tion to Government 

- - - 8 control, an organized 

BY HON. A. SCHOONMAKER, tl : — | 
Her Oomantogionar of Inter-state | | as : eit in the country 
. | \S more potential than 

Government regulation of Ay e - the Gaavemans it- 
railroads is by no means a re- ————— & self, that might in 
cent exercise of public authority. viii @ the exercise of its 
It has been coincident with the | ‘ powers, and, as ex- 
operation of railroads alike in it perience has shown, 
this country and in all others. —_—— very often would be 
But tbere has been great de- af » destructive to many 
velopment in the character and YT 2 ‘interests and ruinous 
extent of regulation. Regula- ———_— to large ies of 


tion has taken no backward 
steps, but has advanced under 
pressure of public sentiment as 
urgent necessity has been found 
for it, and the chief object of 
government, the protection of 
the citizens, is not fulfilled with- 
out the due exercise of this 
power. It is, therefere, one of 
those duties of government 
which becomes a settled policy. 

The power of the states to 
regulate corporate bodies of 
their own creation . .. is 
unquestionable. But while this 
power is supreme within the 
sphere of State jurisdiction, it 
has limitations,, and among 
these is a very large part of the 
business done by railroads which 
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SIDE ELEVATION 
Showing the Heaters covered 






LELAND 























THE BAKER HEATER 
remains intact 


cannot be affected by state reguiation. Interstate and 
foreign commerce, not being within state jurisdiction, 
cannot be subjected to state regulation. The constitu- 
tional grant of power to Congress “to regulate com- 
merce with foreign nations and among the states and 
with the Indian tribes,” gives exclusive jurisdiction to 
the Federal Government over commerce not confined 
wholly within a state, and the state must yield to this 


— authority. ... 
he power to regulate is ample and complete, and is a 
necessagy and beneficial power of the Government.: 


* Condensed from the Independent of Sept. 3, 
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citizens, while at the 
same time extending 
extraordinary advan- 
—3 was 
he theory upon 
which commissions 
were at first created 
was that power to in 
vestigate and report 
would be sufficient ; 
that exposure an 
ublicity, under the 
nfluence of public 
sentiment, would ef- 
fect the correction of 


better railroad regulation and the creation of commis- 
sions to administer the laws, was unjust discrimination 
in its various forms. _ 

After several years of discussion and attempted legis- 
‘lation in Congress, the United States Senate in 1885 ap- 
peinted a committee, under the chairmanship’of Senator 
Cullom, to investigate the railroad business of the coun- 
try. The investigation conducted by this committee was 
the most thorough and complete ever made, and the 
report of the committee, submitted in January, 1886, is a 
treatise on railroad transportation of great ability and 
interest. The committee in their report say that, 
“The provisions of the bill are based upon the theory 
that the paramount evil chargeable against the operation 
of the transportation system of the United States, as now 
conducted, is unjust discrimination between persons 
places and commodities, or particular descriptions ot 
traffic. The underlying purpose and aim of the measure 
is the prevention of these discriminations, both by de- 
claring them unlawful and adding to the remedies now 
available for securing redress and enforcing punish- 
ment, and also by requiring th: greatest practicable 
oe of publicity as to the rates, financia! operations 
and methods of management of the carriers.” 

It isthus seen that the paramount public wrong of 
which railroads were found guilty, and intended by the 
committee to be corrected, was unjust discrimination, 
and that this was proposed to be corrected by declaring 
the discriminations unlawful, and providing remedies 
for securing redress and enforcing punishment; and 
dlso by publicity of rates, financial operations and 
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plausible such a theory might be in thg limited sphere of 
a single and long settled state, where fai have not 
preceded its population, nor shaped its policy or its mor- 
als, and where an independent press exists, with courage 
to assail ascertained evils and enlighten the public mind, 
regardless of the agencies involved or the influences be- 
hind them, it is substantially impotent in the vastly ex- 
tended fields of interstate commerce, and in territorial 
divisions where the conditions are materially different 
and where railroads are practically masters of the situa: 
tion. ; 


The special and prominent featuré of transportation ; 


which, more than anything else inspired a demand for 





wrongs and evils | 
exposed. However 
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THE LELAND SYSTEM As adapted to heatingthe passenger coaches of the 


methods of management. In other words, the remedies 
proposed dealt with the manifestations, or overt acts, 
and not with the cause from 
which the manifestations 

sprung. 
The National Act to regu- 
late commerce finally be- 
° came a law Feb. 4, 1887, and 
became operative April 5 fol- 
lowing. The measure was a 
compromise between con- 
flicting views, and was not 
fully satisfactory to any of 
its framers, and still less so 
to the interest to be gov- 

erned. 

The administration of the 
law was devolved upon five 
Commissioners, with author- 
ity me ay such employ¢s 
as might be found necessary. 
The experiment of adminis- 
tering a law declaring a few 
sound principles as rules of 
couduct, dealing mainly 
with the symptoms of the 
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EVATION OF HEATERS AS ATTACHED TO THE CAR BEFORE BEING COVERED 
NEW HAVEN & HARTFORD. 


SIDE EL 


THE LELAND HEATER AS APPLIED ON THE NEW YORK, 


. N.Y. NV. & HL RR.Co, 


STEAM INLET 
WATER INLET 


The Leland Heater. 


. 


] disorder that lay behind them, leaving competition, the 
foe of regulation, unfett-red, restricting the roadsthem- 
selves from active co-operation with the public authori- 
ties by voluntary agreements to mitigate the evils of 
competition that experience had found useful, and in 
face of the hostility of most of the roads, was a task of 
the greatest magnitude and difficulty, On the part of 
the Soenmiesion the most serious embarrassment was 
want of power to make its action promptand effective. 
It was closed with no authority to enforce its own de- 
cisions, and its findings were only prima facie evidence, 
The Commission was madea gus judicial body, and 
at the same time a prosecuting body 0 enforce not oply 
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its own decisions, but the penal provisions of the law as 

well. These were two inconsistent functions.. . . . 
Notwithstanding these obvious defects in the law, a 

great deal has been accomplished in the directions con- 


to restrain this independent power of making and 


Mr. Jordon presented the report on the Best Gen- 


changing rates is only matter of detail, and may not be | era} Method of doing Track Work with different kinds 


difficult to formulate. y : ; 
! Compulsory federation of roads, either in the country | 


of Ballast. The report is long and very good. It was 


templated by the statute. Passing by the statistical at large, or in territorial districts where there are com- | discussed section by section. 


work of the Commission, which is of great and perma- 
nent value, the administratiue work in respect to ratés 
or transportation charges has been important and use- 
ful. Innumerable corrections in classifications and rates 
have been made, discriminalions in respect to localities, 
—— and traffic have been largely removed, rebates 
nave become the exception instead of the rule, and 
equality between persons and places similarly situated 
has been nominally established. . . . 

While it is true that there bave been considerable re- 
ductions inrates under the act to regulate commerce, 
the object of that act was not to reduce railroad reve- 
nues, Official statistics abundantly show that the reve- 
nues of roads, both before and since the act, have not 
been excessive, but, on the contrary, have been ‘insuffi- 
cient in many ¢ases to render theroads profitable, Over 
61 per cent. of the railroad stocks of the country, and 
upward of 18 percent. of the bonds, yield no dividends 
at all, and much of the balance only a very small! return. 

Very material public benefits, using the word public 
as distinguished from the railroads, have been accom- 
plished, in spite of grave defects in the law. These are 
due largely to the innate respect for law by the Ameri- 
can peopie, and to the conservative and moderate action 
of the Commission. If the roads themselves bad cheer- 
fully co-operated and observed the law in its spirit and 
letter, their owr revenues would have suffered no loss, 
and they would have shared in the general benefits. 

The theory upon which the act was constructed, and 
upon which laws for the regulation of railroads have 
hitherto been based, was that competition among rail- 
roads was of great public advantage, and that arrange- 
ments among reads that might appear to diminish the 
force of competition must necessarily be prejudicial to 
the public, and for that reason should be prohibited. 
This theory has been shown by experience to be unsound. 
Efficient regulation is incompatible with unrestricted 
competition. Competition undoubtedly has its uses, but 
competition in rates is not the only competition in 
which railroads may engage. Competition in facilities, 
in efficiency, and in the character of the service generally 
is legitimate competition and to be encouraged. But 
competition in prices for service, when carried below 
properand just compensation, is of questionable advan- 
tage to the public, and injurious, if not ruinous to the 
roads. Competition is often productive of more evils 
than benefits. The ordinary competition in trade leads 
to a variety of evils with which the public is familiar, 
such as short weights and adulterations of the commod- 
ities sold. . . . By excessive competition between 
railroads both the roads and the public are injured, and 
the ——- often become useless investments. The 
public is injured by the instability or fluctuation of rates, 
and by the inferior service rendered by the carriers. 
The carriers are injured by the direct loss of revenue 
that results, and their consequent inability to maintain 
their properties in proper condition and to meet their 
necessary obligations. 

Competition, therefore, in transportation is a matter 
to be regulated and rest ained. So far as it may be 
beneficial to the public and not injurious to the carriers 
it is entirely proper that it should exist; but when it 
goes beyond these limits a sound public policy requires 
that it should heve effective restraints. The railro 
themselves have long endeavored by their voluntary as- 
sociations in various narts of the country to regulate de- 
structive competition and to maintain stability and uni- 
formity of rates. These arrangements have been given 
the unfortunate designation of * pooling.” In England 
they are styled ‘joint purse arrangements.” Federa 
tian would be a better term. 

Pooling is defined by its friends and adinitted by its 
opponents to be **a plan for preventing railroad wars 
and securing uniformity and permanency in rates.” The 
only objection raised against it that has any force is, 
that, under ling, rates may be too high. But ex- 
perience has shown this to be substantially groundless, 
and under government supervision it is impossible. The 
strong argument in favor of pooling is that the physical 
conditions, both in respect to roads and business, render 
treaties or common arrangements for peace indispens- 
able,and that the roads themselves then become co. operat- 
ing factursin aid of regulating by the public authorities. 
Arrangements for these p es, before they were pro- 
hibited by law, have usually been only temporary, for lack 
of legal sanction and power of enforcement, and have 
failed to accomplish permanently useful results. Legal- 
ized pooling in some form is an experiment yet to be 
tried. Tothe public, stability and uniformity of rates 
that are reasonable; that 
shipments, nor todeprive the producer or shipper of fair 
profits, are of the greatest importance, and a are not 
less so to the s themselves. But how to maintain 
stable and uniform rates is the greatest problem in rail- 
road transportation. . 

The law, as it now stands, is inadequate forthe pur- 
pose. Such agreements as the roads may enter into 
under the law have been demonstrated over and over 
again to be also ineffectual. Something else remains to 
be done, therefore, that may bring about so desirable a 
result. It is entirely clear to every one who has given 
thoughtful attention to the subject, that the cause of 
ruinous competition and of instability and want of uni- 
formity in rates, is the independent power of every rail- 
road, or every system of railroads, in the country, to 
make and change rates, at its own will and pleesure, 
with no restraint whatever except the very feeble re- 
straint imposed by the present law, of a notice of ten 
days for an advance in rates and of three days for a re- 
duction in rates. The particular vice is that every road 
may make and ch its own rates without regard to 
the public interests that may be affected, and without 
regard to the effect it may produce upon competitors 
engaged in the same business. And experience has 
shown that this power of establishing and changing rates 
at will is exere in the main for the sole purpose of 
gaining business from competitors, with little concern 
whether the business when bs ene is profitable or other- 
wise. The cause of rate demoralization aud railroad 
disaster being universally known and undeniable, the 
question that arises is, whether legislation should not 
be directed to the removal of the cause instead of wast- 
ing energy upon the resuits that may be produced, while 
the cause of the results remains active. 

Itis- entirely plain that correction of the unjust dis- 
criminations, for which existing laws have been foun 
ineffectual, and the removal of railroad demoralization 
generally, and the maintenance of stable and uniform 


is, not too high to prohibit. 
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, peting lines, for the purpose of establishing common or | 
‘competitive rates, subject, of course, always to the su- | 
| pervision of the government as to their reasonableness | 
and freedom from discriminations, may be one method, | 
and would only be substantially an extension and legali- 
zation of the work of the railway associations now in 
existence. 

There may, also, be other methods which need not be 
enumerated. If compulsory federation of roads for the 
pongeree indicated were required, with summary powers 
cn the part of the Government to enforce the mainte- 
nance of the rates when once properly established until 
lawfully changed under like authority, the distribution 
of traffic among competing lines mgt be made a part 
of the scheme, or at least would be likely to follow as a 
mere incident of the situation, instead of being, as at 
present, the exclusive object aimed at as a panacea for 
railway disturbances. And one, at least, of the benefi- 
cial results likely to follow from such a condition would 
be the diminished inducement for the construction of 
merely speculative and piratical railroads. 

These suggestions are not altogether novel, but have 
occurred to others who have given thought to the sub- 
Hee ss ot 

Some general conclusions may be stated, as follows: 

1. Governmental regulation of railroads is to be 
the permanent policy of vhe country, and will be 
exercised with such enlargements. and _ increased 
efficiency as experience may show to be necessary. 

2. The regulation established by the national law, 
while it has accomplished many good results, and has 
been especially useful in instructing the public mind in 
tbe principles of transportation and the duties and ob 
ligations of carriers, has been inadequate for the main 
purposes contemplated by the law, and is insufficient for 
other objects that ought to be accomplished. 

3. The powers given tothe Commission are insufficient 
for the highest, or, indeed, for any high degree of use- 
fulness. It should have judicial powers, and should 
have authority to enforce its own decisions, unless ap- 
pealed from to the courts of the United States. 

Ics findings, instead of being only prima facie evi- 
dence in some court, should be conclusive, with a right 
of appeal by the unsuccessful party upon the record be- 
fore the Commission tothe United States courts, instead 
of a re-trial in court upon original testimony. And there 
should be at least six sub or assistant commissioners, 
located in different portions of the United States, for 
the purpose of making informal and ex-parte investiga- 
tions, and attending to prosecutions under the law. 

4 The excessive multiplication ot railroads beyond the 
needs of the business to be done is the cause of the irra- 
tional competition that in turn leads to the demoraliza- 
tion of rates and most of the unjust discriminations of 
which complaint is justlymade. And the independent 
rate-making power is alike a cause of useless and there- 
fore injurious railroad construction, and the source of 
the reckiess competition and unjust discriminations 
that are practiced. 

5. The independent power to establish and change 
rates at will by the several railroads engaged in iater- 
state commerce should be taken away or brought under 
proper restraints, and such rates whenever competitive, 
should be established and changed only by concerted or 
joint action of rail:oads, subject’ to the ultimate super- 
vision and control of the Government, and its authority 
to enforce their observance. 

To quote Judge Cooley once more. 
very deliberate utterance he says: 

“The railroad problem will be dealt with effectually 
when the power to fix the rates for railroad transporta- 
tion is placed upon such a basis that the evils now so 
ag romp and troublesome ee which spring 

rom its exercise, shall be cured and the power itself 
brought under effectual regulation.” 


In a recent and 








Road Masters’ Association of America—Minneapolis 
Convention. 





The Ninth Annual Convention of this Association met 
at Minneapolis, Sept. 8. The members in attendance 
were welcomed by Mayor Winston, who presented the 
keys of the city and was elected an honorary member of 
the Association. Mr. W. H. Stearns spoke in reply. 
The members were supplied with transportation over 
the local railroads. 

Mr. T. M. Meade (Atchison, Topeka & Santa Fe) gave 
some statistics of Minneapolis. Forty-five new members 
were elected, making an active membership of 490. A 
circular letter will be sent to all General Managers of 
Railroads requesting their endorsement of the Associ- 
ation and its work. 

Mr. Meade reported for the committee on track 
jacks. The committee on steel rails made no report. 
The committee on standard frogs made a report 
recommending for main line turnouts a No. 10 spring 
rail frog for rails of 60 lbs. and over, the angle of rigid 
frogs for yards to be not less than No. 8, There wascon- 
siderable discusssion of this report in which Mr. Meade 
mentioned the use of No. 6144 frogs in the Kansas City 
yards. Mr. Adams of the Wabash uses No.9 for main 
line work and No. 5in his Detroit yards. Mr. Stearnsof 
the Chicago & Northwestern favored a spring rail frog 
15. ft. long, and has one that has been in track 12 years, 
The report was adopted. 

Mr. Burnett presented a paper on the Construction 
and Maintenance of Spring Rail Frogs, and Mr. Ellis a 
paper on Standard Frogs. Mr. Murtaugh presented a 
report on rail joints. 

Mr. Meade presented a report on Track Jacks. The 
report recommended a double acting compound lever 
jack, working half notches, with 12-in. lift. In the dis. 
cussion that followed certain speakers favored a lighter 


clutch, but now uses the Barrett jack. Mr. Doyle favors 





rates, can only be sec’ by taking away or placing 
under proper restraints the independent power of every | 
railroad to make and oheoms ratesat will, . . . 

What psrticular form legislation sbould take in order 


a compressed air jack. Many speakers objected toa fric- 
tion clutch as too slow in releasing, while light jacks 
were favored for section work and the “‘ whiskey” jack 


Section 11 recommended dressing the ballast even 
with the top of the ties for 2 ft. outside of the rails. 
This was amended to slope gravel and cinder 1 in. 
below the rails for the sake of quick drainage. 

Section 13 recommended bending rails on all curves. 
This was amended to read for all curves of 3° and up- 
ward. 

Section 21 prescribed that the section gang go over the 
section daily. This was amended to provide that the 
foreman or a competent man make the daily inspection. 
With these changes the report was adopted. 

Mr. Black reported a design for a badge for the Asso- 
ciation. 

A committee of nine was elected to revise the consti- 
tution an by-laws. 

The members have received many courtesies from the 
railroads of the northwest and from the. city and local 
committee. 

The exhibit was a large one. 








Notes from the Bridge Shops. 





The Union and Edgemoor Bridge Works no longer 
have the monopoly of the manufacture of steel eyebars, 
except, perbaps, for the heaviest sizes, where success is 
largely dependent upon long experience in manufacture. 
The Phoenix Iron Company is now equipped with the 
facilities for manufacturing and testing bars of any size 
for which there is likely to be a demand, and are suc- 
cessfully making, bars 8 in. in width. The smaller sizes 
of bars are also being successfully made by the Pencoyd 
Works, Passaic Rolling Mill Company, King Iron Bridge 
and Manufacturing Company, and the Smith Bridge 
Company. 

The New York, Susquehanna & Western Railroad is 
rapidly replacing its old wooden bridges with substan- 
tial iron structures. The largest bridge on the line is the 
overhead crossing of the Erie, at West Bergen,for which 
the contract has been let to the Edge Moor Bridge Works. 
The desiga calls for four heavy, double-track, skew, pin- 
connected through spans of about 100 ft. each. Work on 
the masonry foundations is well advanced and the erec- 
tion of iron will commence about Sept. 15. There are 
also several contracts for plate girder bridges of 50 ft. 
span and less, placed with the Passaic Rolling Mill 
Company. 

Many of the engineers of New England roads seem to 
favor lattice girder and plate girder bridges for spans 
less than 120 ft. Of this work the Beston Bridge Works 
has the lion’s share, but a considerable number of con- 
tracts have been let to shops outside of New England. 
The Boston & Maine has recently had built heavy plate 
girder spans at the Pennsylvania Stee] Company and 
Pencoyd Iron Works, and the Maine Central now has 
building at the Passaic Rolling Mill six bridges, com- 
prising six lattice girder and five plate girder spans. 

The Wrought-Iron Bridge Company, of Canton, has 
received the contract to build a bridge for the Great 
Falls Water Power Company, of Great Falls, Mont., 
comprising seven spans, 125 ft. each. These chops have 
just shipped the Duncan avenue bridge for the city of 
St. Louis—a plate girder of 50 ft. span, weighing 90 tons. 

The Passaic Rolling Mill has contracts from the D. L. 
& W.R. R. for a 200-ft. pin connected span, and six plate 
girder spans. Also the Forsythe street bridge for the 
city of Atlanta, Ga., for which proposals were recently 
asked, and considerable roof and buildizg work from 
the Home Brewing Company, of Newark, and the Lacka- 
wanna Iron & Coal Company. 

There is a report current to the effect that C. P. Hunt- 
ington will establish a bridge shop for the special pur- 
pose of building bridges and structural work for the 
Southern Pacific and other roads controlled by him. 








Steam Locomotives Supplanted by Electricity. 





The lines of the St. Louis & Suburban Railroad, at St. 
Louis, Mo., including the narrow gauge steam road, are 
to be operated wholly by electricity, and the company ad- 
vertises its narrow gauge engines and cars for sale. This 
road comprises the old “ West End Narrow Gauge,” and 
what was formerly the St. Louis Cable & Western. The 
original terminus of the West. End was west of Grand 
avenue, from which it was formerly worked in connec- 
tion with the Olive street-horse car line. Later the St. 
Louis Cable & Western was orpanized. and the two 
were worked together,: The cable. road from Grand 
avenue to the centre of the city was opened 
in 1886, but it was unfortunate in location, and 
costly in operation, and finally succumbed, the 
whole being reorganized as the St. Louis & Suburban. 
The steam line, single track, narrow gauge, from Grand 
avenue to Florissant (northwest, in St. Louis County), 
is 16 miles in length. The cable. in the city, was 3.2 
miles long, from Sixth and Locust streets to Grand ave- 
nue and Morgan street.- This has all beep prepared for 
operation by the Thomson-Houston electric system, the 
wires being nearly allup,. The line will be made all of one 
gauge, and the company expects to have 120 new cars 
and motors, laying aside entirely the old equipment. 
The opening of this line-as an entirety is practically 





for heavy work, The report was accepted, 


bringing an-important passenger railroad right int® the 
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10-Wheel Compound Freight Locomotive for the Sou’hern Pacific Company. 








10-Wheel Compound with Pitkin’s Improvements. 
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Tank Locomotive for Suburban Traffic, New York, Central & Hudson River Railroad. 





TWO RECENT LOCOMOTIVES BY THE SCHENECTADY LOCOMOTIVE WORKS. 











lie, eae a i: te” tee ae ee ee ae oe 


— 


pe 








Sept. 11, 1891] 


THE RAILROAD GAZETTE. 


685 











heart of the city. The terminus is two blocks south of 
the Lindell Hotel, on Sixth street. The line passes the 
post office two blocks further west, and the company will 
carry mails and express freight, as the steam division has 
been doing all along. The date of beginning operations 
has not been fixed, but the preparations are going for- 
ward rapidly. Florissant is an old French village in a 
pretty valley near the Missouri River. 








Master Car Builders’ Association Standards. 


The following are the results of the canvass of letter 
ballots ordered by the M. C. B. Association at the last 
convention. The recommendations of the committees 
which are thus disposed of may be found in our issues of 
June 12 and June 19. 
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Lettering freight cars........| 340 | 22 565 | 377 |Rejected 
System of joint inspection, , 
form of inspection agree- 
ment and rules............ 360 | 207 567] 378 6s 
Form of report of defective 
cars received and delivered| 369 | 198 | 567 | 378 “ 
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Air brake standards, change | | 
in diameter of pins from | 
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Rescinding the former adop- 
tion of the Fletcher lid..... 417 | 149 586) 378 “ 
Journal box, bearing, wedge | | 
and lid for 60,000-lb. cars. . 365 | 176 541 | 261 se 
Lid for old standard journal | | 
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TECHNICAL. 
Manulacturing and Business. 

The Standard Nut Lock Co. has been formed in New 
Jersey with a capital stock of $100,000, for the man- 
ufacture of nut locks. The stockholders are A. M. Ake, 
W. W. Blanchard, E. Harrison and F.C. Blanchard, of 
Newark, N. J.; and W. A. Redding, of Brooklyn, N. Y. 
The office of the company is in Newark. 

The Lewis Foundry & Machine Co., of Pittsburgh, 
recently shipped to the Washburne & Moen Man- 
ufacturing Co., for use in its new plant now being 
erected by the Berlin [ron Bridge Co., of East 
Berlin, Conn., at Waukegan, IL. three five-ton swing 
cranes, two 16-in. Frank patent hydraulic cranes, and 
one 2414-in. accumulator; also a 22,000-lb, shear and en- 
gine for the Kichmond Locomotive Works, at Rich- 
mond, Va.; and a special saw-band rolling will for 
Singer, Nimick & Co., at Pittsburgh, Pa. 

The National Pipe & Tube Co., recently yo 
in New Jersey, completed its organization in ton, 
Sept. 3. The company includes a combination of the 
National Tube Works, of Boston, the largest company 
of its kind in the world; the Republic Iron Works, of 
Pittsburgh; the Monongahela Furnace Co., of Monon- 
gahela, Pa., and the Boston Iron & Steel Co. The busi- 
ness will be the manufacture and sale of iron and steel 
pipes, tubes, muck bars, etc. The capital stock was 
originaliy $10,000, but has been increased t> $11,500,000, 
of which one-half is preferred and one-half common. 
The directors are: Edward W. Converse, David H. 
Hitchcock, Wm. S. Eaton, P. W. French, Edmund C, 
Converse, W. J. Curtis, of Sullivan & Cromwell, New 
York lawyers; J. H. Flagler, of the Standard Oil Co., 
and T. E. Sweetser. Edward W. Converse is President; 
David W. Hitchcock, Vice-President; Wm. S. Eaton, 
Treasurer; P. W. French, Secretary, and Edmund C. 
Converse, General Manager. 

A cargo of railroad machinery, valued at over $150,- 
000, was recently shipp d from Philadelphia to Brazil in- 
tended for new railroads building in that country. 

The contract for building a new cable driving plant for 
the ..ew York & Brooklyn Bridge has been awarded to 
Robert Pool & Sons’ Co., Baltimore, Md., who will fur 
nish everything except the engines, which will be-built 
by William Wright, of Newburg, N. Y. 

The National Pipe Bending Co., New Haven, Conn., 
manufacturers of the National Feed Water Heater, re- 
port sales of over one hundred of the National Heater, 
during June and July, among the sales béing: one 300 
H. P., National Transit Co., Milway, Pa., two 130 H. P. 
New York City; one 150 H. P., John Duncan, Fort How- 
ard, Wis.; one 500 H. P., Mankato, Minn.; one 800 H. P., 
Sir Titus Salt, Baronet, Sons & Co., Ltd., Bridgeport, 
Conn.; one 500 H. P., Brooklyn “_ Railway Co., Brook- 
lyn. N. Y,; ove 400 H. , South Norwalk 
Electric LightCo.. South Norwalk, Conn.;_ one 
200 H. P., Chattanooga & North Side Railwa 
Co., Chattanooga, Tenn.; one 300 H. P., Glen Echo Rail- 
way Co., Washington, D.C.; two 300 H. P., Baltimore 
Copper Refining Co., Canton, Md.; one 200 H. P., Balti- 
more Copper Refining Co., Canton, Md.; one 500 H.P., 
Altoona, oa one 300 H. P., Edison General Electric Co., 
Atlanta, Ga.; one 200 H. P., Paris Oil & Cotton Co., 
Paris, Tex.; one 500 H. P., Holyoke Water-Power Co., 
Holyoke, Mass.; one 250 H. P., a Works, 
Charlotte, N. C.; one 150 H. P., Eureka k Co., East 
Hampton, Conn.; two 300 H. P., Campantia Nacional de 
Forjos e Estalieros, Rio Janiero; two 100° H. P., Basic 
City, Va. 

The Chicago Street Car Heating Co. has filed articles 
of incorporation with the Secretary of State, at Spring- 
field, Ill., for the purpose of manufacturing street car 
heaters. The capital stock is $100,000, and Byron E. 
Van Auken, J. A. Long, and S. L. Roberts, are the in- 
corporators. 


* Jron and Steel. 


Citizens of Birmingham, Ala., have subscribed $102,000 
for the erection of a $1,000,000 steel plant at that place. 

The ordnance department of the Bethlehem Iron 
Works, Bethlehem, Pa. will build an addition of 300 ft. 
to the machine shop. 

The McConway-Torley Co., manufacturers.of malleable 
iron castings, at Pittsburgh, have added to their works 
a Babcock & Wilcox boiler, equipped with a Rone 
stoker ; they have also put in a corliss engine of 150 H. P. 
This company recently placed in its works an Archer 
gas producer, which, if found to work satisfactorily, 





will probably be adopted, and the use of natural gas dis- 
continued. 

Carnegie, Phipps & Co., of Pittsburgh, were the only 
bidders for supplying the Navy with ten 2%-in. plates 
for Cruiser No. 6, at 12 cts. per Ib.; eight 2-in. and six- 
teen l-in. plates for the Washington Navy Yard, and 
six l-in. plates, at 11 cts. per lb., for the Norfolk and New 
York yards. 

The Oliver Coke & Furnace Co., has recently been in- 
corporated in Pennsylvania by David B. Oliver, Henry 
Roberts, James B. Oliver, Stephen W. Tener and Charles 
D. Frazer, all of Pittsburgh, to build 300 coke ovens near 
Uniontown, Pa., the output of which will be used by the 
Oliver Iron & Steel Co., which is operated under lease by 
this firm, at its Edith furnace, in Allegheny, and. Rosena 
Furnace, at New Castle, Pa, 


The meyers Foundry & Machine Co., of Leechburg, 
Pa., has closed a contract with Wallace, Benfield 
Co., Limited, proprietors of the Irondale Rolling Mill, 
at lrondale, O., for the erection of a 22-in. plate mill, 
with equipment consisting of doubling shears, trimming 
shears, annealing furnaces, pickling machine and ma- 
chines and castings required in fitting up six tinning 
stacks. A great part of this machinery was designed b 
the Leechburg Foundry & Machine Co. It is expecte 
the plant will be ready for operation by Nov. 1, and will 
have a capacity of turning out about 300 boxes of tin 
plates per day. The same firm have also received an or- 
der for aroll lathe from the Reeves Iron Co., Canal Do- 
ver, O., and ere also ae ae J a coolirg table for the Otis 
Iron & Sieel Co., Limited, of Cleveland. The company 
has also delivered to the Belmont blast furnace a — 
mill intended to roll as wide as 20\%-in. steel groove 
ve ed ge the rolls which accompany the mill are de- 
signed for 2214-in. plate. The mill is equipped with a set 
ot wae tables designed by m. Maddock, 


The Lockhart Iron & Steel Co. has entered into a con- 
tract with Alex. Laughlin & Co. for two fuel gas pro- 
ducers for its plant at Chartiers. 

The Mexican Industrial Co., of Chihuahua, Mex., bas 
received an order for the construction of one 10-in. and 
one 12-in. combination roll train, one heating furnace, a 
scrap furnace, one puddling furnace and a 5-ton ham- 
mer. The company proposes to manufacture merchant 
bar from native scrap iron. 

The Briggs Rolling Mill Co., of Findlay, O., will erect 
a muck mill and merchants’ department building ad- 
joining the line of the Toledo & Lake Erie road, to be 
280 x 300 ft., two stories, and to cost $10,000 

The Waukegan Iron & Steel Castings Co. has been or- 
ganized at Waukegan, Il., and is now preparing for busi- 
ness and will probably be in operation by Nov.1. The 
company contemplates introducing the Bates process 
for steel castings. 

The South Pittsburgh (Tenn.) Pipe Works has increased 
its capital stock from $100,000 to $500,000. 

The Mahoning Valley Iron Co., of Youngstown, O., 
bas leased the Wheatland Mill, at Wheatland, Pa., and 
it will run the mill double turn, which will give employ- 
ment to about 200 men. 


The stockholders of the Elliott Knob Iron Co. recently 
met at Staunton, Va., and elected the following officers: 
President, F. F. Cinnoth, of New York; Vice-President, 
F. G. Frick, of Pittsburgh; and Secretary and Treasurer, 
H. M. Wegner, of Staunton. 


J. T. Ambrose, J. N. Carreger, F. A. Stratton and T. 
M. Allen, of Allentown, Pa., have formed a company to 
buiid a steel plant at Allentown. The works will in- 
clude a main building 90 x 90 ft.,and a building 30 x 35 
ft. to be used in producing gas to supply the ovens. The 
plant will have a capacity of 30 tons, and is to manufac- 
ture steel by the Conly process. 


The Pittsburgh Steel Casting Co. has just made at its 
works an immense Bessemer steel rim 15 ft. in diameter, 
intended for the driving wheel of the engine now build- 
ing at the Robinson-Rey Mfg. Co., for the additions to 
the plant of the United States Iron & Tin Plate Mfg. Co. 
at Demmler. The casting in the rough weighs 24,000 Ibs. 
and is perhaps the heaviest Bessemer sieel casting ever 
made. The steel was blo.n under the personal super- 
vision of Mr. Stuart Johnson, Superintendent, and tests 
have shown it to be entirely satisfactory. 


The Rail Market. 


Steel Rails.—The market is firm. Pittsburgh quotes 
$30, f.o.b. at mill, with mill at Braddock well sold 
ahead; New York continues to quote $30.75, tidewater. 

Old Rails.—Ola iron rails are seates at Pittsburgh at 
$23.50@$24, and old steel at $17@$17.50, and Chicago 
quotes old iron rails at $23, and long lengths of old steel 
rails at $15; short lengtys $14@$14.59. 


The Electric Cables Through the Gothard Tunnel. 


The two cables laid through the Gothard tunnel during 
the winter of 1881 to 1882 have been found insufficient for 
the increased traffic, and recently there have been laid 
two additional cables for the telephone service, one con- 
taining three separate conductors and the other two 
conductors arranged concentrically. The experience 
gained with the old cables (one a seven-conductor tele- 
graph and the other a single conductor signal cable) has 
not been quite satisfactory. Thesecables were laid in an 
iron trough fixed on one side of the tunnel, and it was 
found that the water which accumulates in the trough 
where it sags between the supports bad an injurious ef- 
fect on the insulation. To determine the nature of this 
effect 150 samples of the water were analyzed, and in 
many cases found to contain sulphureted hydrogen and 
sulphates. Moreover, it was found that owing to the 
slower combustion in the air of the tunnel the smoke 
from the locomotives contains considerable quantities of 
ammonia and sulphurous acid, whic’ , together with the 
carbonic acid, are absorbed by the water. It was there- 
fore determined to abandon the previous method of lay- 
ing the cables ina trough, and to lay them directly in 
the ground. The old cables have also been relaid in this 
manner. A trench about 2 ft. in depth was dug and 
filled, first with 2 in. of gravel, then 244 in. of sand. 
Upon this were laid the four cables, and covered with 9 
in. of sand, covered by granite flags, and the rest made 
up with ballast.—Jnsi. C. E., Abstracts of Papers. 


Heating Passenger Cars in Maine. 


The Maine Commissioners have issued the following: 
The Public Laws of 1889 provide that “no passen 
mail or baggege car, on any railroad in this state, i 
be heated by any method of heating, or by any furnace 
or heater, unless such method or the use of such furnace 
or heater shall first have been approved in writing by 
the Board of Railroad Commissioners.” . .. . “‘and 
that in no event shall a common stove be allowed in an 
such car,” Evidently the Legislature intended by enact- 


ing the foregoing provisions of law, to reduce, as far as 
ible, the danger of passengers, in case of accident to 


rains. 

This board in their report of 1890 said: ‘‘ In obedience 
to the provisions of Chapter 275 of the Public Laws of 
1889, railroad corporations have generaliy discarded the 
use of what would reasonably be termed comnon stoves, 
for heating passenger, mail and baggage cars, and steam 
direct from the locomotive has been generally substi 
tuted as a means of heating, though other methods of 
heating, but little safer than the common stove, are still 
in use on many railroads in this state. While this fact 
would seem to be a violation of the provisions of the 
statute, which is being permitted by the board, we can 
only give as an excuse the one we gave in our last an- 
nual report,” viz: 

“The board, upon investigation, found that a statute, 
similar to the one enacted in this state, had been in 
force in the states of Massachusetts and New Hamp- 
shire, and that the Railroad Commissioners of those 
states had approved all methods of heating cars, other 
than by what might be called ‘common stoves.’” Feel- 
ing, however, that the most stringent regulations should 
be adopted to provide for the safety of passengers, and 
to comply with the spirit of the law, and inasmuch as 
improvements have been made in some of the devices 
for heating cars now in use, the board hereby give no- 
tice to all railroad corporations operating railroads in 
this state, and to all manufacturers of car heating de- 
vices, that after the expiration of the time limit of the 
approvals now in force, viz: June 30, 1962, no method of 
heating cars will be approved, which, in the opinion of 
the board, will not reduce the danger by fire, to passen- 
gers and employés, to a minimum. 


The Simplon Tunnel. 

The Jura-Simplon Company bas completed plans for 
the construction of the Simplon tunnel. They are fora 
= track tunnel, 24 kilometres long, and it is expected 
to have it finished in five years. The Swiss Federal 
Council will open negotiations at once with the Italian 
Government for the perneee of making a definite treaty 
to carry out this work. 


Elevated Railroad Extension in Berlin. 


The municipal authorities of Berlin are considering 
the question of extending the elevated railroad system 
of that city and suburbs and operating it by electricity. 
The system under consideration will include eight lines, 
making a total of 56 kilometres, and is estimated to cost 
84,000,000 marks. 


Steel Water Pipes. 


Asafurther example of the development in the line 
of making water, gas, and other pipes of iron or steel 
sheets riveted together, it is interesting to note that in 
the contemplated extension of the water supply system 
of Paris, France, sheet steel tubes are to be used. There 
is to be atotal length of pipes of about 12,000 ft., the 
diameters ranging from about 4 to6in. The pipes are to 
be furnished in lengths of about 20 ft. 


Freight Car Couplers. 


The Williams Car Coupler Co., Rookery Building, Chi- 
cago, has recently received orders for 1,400 couplers; 400 
for the Minneapolis & St. Louis for 200 cars being built 
at Terre Haute, 500 for 250 cars for the Burlington, Ce- 
dar Rapids & Northern being built at the Peninsula Car 
Works, and 500 for another lot of 250 cars for this road 
at the Michigan Car Works. It is stated that these 
couplers were purchased because of the peculiar feature 
which causes them to unluck automatically whenever 
the draw rigging pulls cut, thus allowing the train to 
part without ™ ling the drawbar out where it can fall 
upon the track. 
To Tunnel the Seine. 


In view of the success attending the operation of the 
tunnel under the River Thames, at London, and of the 
St. Clairtunnel in this country, M. Berlier, a French 
engineer, has advanced a proposition for a similar under- 
taking under the River Seine, to accommodate the tracks 
for the railroad shortly to be built from Havre to Port 
Andemer. The Seine, at the point beld in view for the 
tunnel, is 4,500 metres, or about 14.760 ft., wide. Berlier 
proposes the adoption of what has prem y known as the 
Greathead tunneling system for the work, the tunnel to 
be of the tubular type, built up of iron sections. 


Car Heating. 


The Leland Car Heater & Steam Coupler Company, of 
New York, has an order to equip the cars of the Housa- 
tonic and the Shepaug, Litchfield & Northern with its 
heater, which is described on another page of this issue. 


Pneumatic Gates on the E ie, 


The Erie is erecting at various highway crossings two 
story towers for the gatekeepers. The primary object is 
to keep the oe away from his cronies, who absorb 
more or less of his time and attention so long as he is on 
the ground. The company has bought several gates 
from the Pneumatic Gate Company of Chicago, and will 
gradually introduce the use of them, when the same 
towers now building will be available. 


The Moenchenstein Bridge Accident. 


Foreign journals, notably the Schweizerische Bau- 
zeitung, continue to devote considerable space to matters 
relating to the Ménchenstein bridge accident without, 
however. adding anything particularly new to what has 
already been published. he of the latest contributions 
to the literature of the subject has been made by Pro- 
fessor Fr. Engesser, of Carlsriihe, Germany, in the 
Deutsche Bauzeitung. In this he attempts to show that 
insufficient stiffness of several of the compression mem- 
bers was the primary cause of the bridge failure. From 
all that has become known of the design and construc- 
tion of the bridge, it seems to be pretty generally con- 
cluded that it is not so much an explanation of the 
breakdown that is needed, as an explanation of the cir- 
cumstance that an accident did not occur at a much 


earlier date. 
The St. Clair Tunnel, 


The Sarnia Canadian is authorized to contradict the dis- 
patch sent out by the Associated Press last week anent 
the opening of the St. Clair tunnel. The story as given 
was the work of somebody's inventive imagination. 
There will be no banqnet in the tunnel, no tabi s set on 
the boundary liné: and no brass d playing national 
tunes at eitherend. There will be a banquet, but it will 
be given in the freighthouse at Sarnia station. The 
gpening day has not yet been proclaimed as a holiday in 

arnia or Port Huron. It is intended that Sarnia and 
Port Huron shall, as municipalities, participate in the 





tunnel opening celebration, but as yet no definite pro- 
gramme has in either place been decided on, 
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EDITORIAL ANNOUNCEMENTS. 


Contributions.—Subscribers and others will materially 
assist us in making our news accurate and complete if 
they will send us early information of events which take 
place under their observation, such as changes in rail- 
road officers, organizations and changes of companies 
in their management, particulars as to the business of 
the letting, progress and completion of contracts for new 
works or important improvements of old ones, experi- 
ments in the construction of roads and machinery and 
ratlreads, and suggestions as to its improvement. Dis- 
cussions of subjects pertaining to ALL DEPARTMENTS 0. 
ratlroad business by men practically inted wit 
them are especially desired. Officers will oblige us by 
forwarding early copies of notices of meetings, ions, 


appointments, and especially annual reports, some notice 
ef all of which will be published. 








Advertisements.— We wish it Piney understood that 
we will entertain no proposition to publish anything in 
this journal for pay, EXCEPT IN THE ADVERTISING COL- 
umns. We give in our editorial columns OUR OWN opin 
tons, and those only, and in our-news columns present 
only such matter as we consider interesting, and wm- 
portant to our readers. Those who wish to recommend 
their inventions. machinery, supplies, financial schemes, 
etc., to our readers can do so fully in our advertising col- 
umns, but it is useless toask us to recommend them edi- 
torially, either for money or in consideration of adverti - 
ing patronage. 








Judge T. M. Cooley has sent to the President his 
resignation as Interstate Commerce Commissioner. 
This has seemed imminent for a year or two because 
of his delicate health; but now that it has come, it will 
be deeply regretted by those railroad officers and others 
who at all appreciate the magnitude of the matters 
with which the Inter-state Commerce Act deals, and 
the immense importance to the whole nation of having 
those matters ccnsidered justly and wisely. 1t bas 
been fortunate for the raslroads and the people 
that Judge Cooley was the first chairman of the Com- 
mission and that his colleagues were so wisely selected. 
Their work was not only important, but it was novel 
and ill defined. They had to make interpretations 
and create precedents They had to direct our first 
steps in regulation of railroads by the general govern- 
ment. To this work Judge Cooley brought great abil- 
ity, some actual experience in railroad management, 
the fruits of deep study of railroad problems, an incor- 
ruptible character and the long record of a_ distin- 
guished career. He elevated the office, and secured re 
spect for the findings of the Commission from the 
start. ‘ 








The elevator law passed by the state of North 
Dakota a year ago, arose from the old antagonism be- 
tween the farmers and the elevators, the former 
claiming thatthe latter took such advantage of the 
farmer as to amount to partial confiscation. The law 
declares that all grain elevators are public warehouses 
and therefore fully responsible to the state ; that eleva- 
tor accounts shall be open to inspection; that elevator 
men shall practically guarantee prices, and that all 
grain in North Dakota elevators shall be graded ac- 
cording to the rules of the board of railroad commis- 
sioners and shall pay a fixed scale of prices. There has 
always been grave doubt about the constitutionality of 
this North Dakota Act and both elevator companies 
and railroads are strongly opposed to it. The latter 
seem determined to force the question and have in- 
structed their agents to refuse to open cars to the state 
inspectors. The latter reported their refusal to the 


board and the attorney general has asxed for a man- | 


damus, so the whole matter will soon get before the 
court. The inspection is a needless thing, for the grain 
must be sold in Duluth or Minneapolis according to 
the grades there. regariless of the findings of the 
home officers. Besides, there would be a block of cars 
throughout the state if all carsand trains were to be 
held while a few inspectors were going from one place 
to another. There may beareal grievence but the 
proposed remedy is absurd. 








It is evident from the latest orders for box cars by 
the Chicago, Burlington & Quincy Railroad, mentioned 
in another column, that this road intends to adhere to 
the recent decision regarding the height of the floors 
ofitscars. Our readers will remember that not long ago 
we called attention to the change made by this road in 
lowering the main sills to the place occupied by the 
draft sills. This required putting the draft mgging 
between the centre sills and allowing the drawbars to 
pass the end sills. At first it was feared that the end 


‘sill would be weakened, but actual service has shown 











the construction to be stronger and to hold up better 
than when the drawbar is below the end sill. The 
decreased height of the floors has been proved to be an 
advantage on the *‘ Q.” and there are no difficulties de- 
veloped by the continued use of this design of car. On 
the other hand, the advantages are manifest; 
the cars have 8 in. more clear height inside for 
thesame total height, and they are lighter and stronger, 
all of which points to this change in design as one step 
ahead in car construction that may be followed by 
other roads with advantage to themselves. We know 
of several roads that are contemplating making this 
change, which is the second one in which the C., B. & 
Q. motive power department has taken the lead during 
the past four years ; the first was a deeper camber of 
the side truss rods, with a greatly increased bearing of 
the truss rod washers on the end sills. 








In anuther column is a description of the novel form 
of continuous tramway to be built by the Multiple 
Speed Traction Company of Chicago for trial in the 
World’s Fair grounds. The entire structure is to be 
removed before the opéning of thefair. The structure 
is elevated, built on a wooden trestle and prcvided 
with guards for the wheels fixed in a manner sim- 
ilar to those used on elevated roads. This scheme has 
been under development for about a year and a half, 
and has seen many changes during that time. The 
original plan was to use wheels of different diameters 
on the same axle, which necessitated four wheels per 
axle and considerable complication. The rails were 
strips of metal laid flat. The next step was the inven- 
tion of the fiexible rail, so-called, that would band 
to the curve of the track. Then the additional wheels 
were discarded and the device was reduced to tue 
simpler form shown in the illustrations. The most dif- 
ficult problem in connection with this has been the 
joints for the flexible rail. Several designs were pro- 
posed and discarded. Now it has been decided to do 
away with the joints entirely and to weld the rail in 
one piece for the entire circuit. As the rail expands 
it is expected that it will travel further in and out 
upon the tread of the wheels. Of course, there are 
many features of this scheme which are yet in an ex- 
perimental stage, and the flexible rail is one of them. 
The whole arrangement is ingenious, and is worth 
trial at least for exhibitions and fairs where a large 
number of people travel continuously during certain 
hours. When used in inclosed areas there may be 
some question as to the noise that the numerous 
wheels and parts will make, but in the open air on 
earth foundations, at a speed of three miles an hour 
for the trucks, the noise ought not to be so loud as to 
be objectionable. It certainly will be a curious sight 
to see a series of cars traveling at a speed of six miles 
per hour while the trucks move at half that speed. 








Chicago papers announce that the Erie (in connec- 
tion with the Delaware & Hudson and the Fitchburg) 
is to run second class sleeping cars between that city 
and Boston once a week. It is given out that the ex- 
periment is to be worked so as not to interfere with the 
Erie’s first class business. This is doubtless true, and a 


vice were concealed with skill. This can be done. 
though of course passengers who are willing to pay 
higher prices must not be left without an ‘‘ upper” 
class. 








The most important step by the Master Car Build- 
ers’ Association for a long time was taken this week 
at the meeting of the Executive Committee at Buffalo 
It is the selection of a standard gauge for the M. C. B. 
vertical plane coupler. There has been much contro- 
versy over the form of this gauge, which is intended 
not for worn couplers, but for new ones. Several 
forms have been presented, but the following, which 
was proposed by the Secretary of the Association, has 
been selected: The gauge consists of two parts—one 
a minimum and maximum gauge for the thickness of 
the knuckle, together in a single cast iron frame, 
and one a gauge for the entire contour of the 
knuckle and head in another single cast iron frame. 
The gauge for the knuckle is simple in form and 
has no movable parts, The gauge for the contour 
is made to fit against the end and face of the knuckle, 
and has movable points which can be screwed out to 
the maximum and in tothe minimum dimension by 
means of a milled nut. The allowances for variation 
in manufacture are the same as on the gauge pro- 
posed at the convention, with the exception of the 
thickness ofthe knuckle. At this point the allowance 
isiin., instead of , as formerly proposed. These 
allowances are in. variation in throat of coupler head 
at centre line; , in. variation in the guard arm. 
There is on this new gauge an additional measurement 
at the heel of the knuckle, which was not on the 
gauge proposed at theconvention. The allowanceat this 
point is ;, in. the same as for the guard arm. 
Tae method of using this gauge is as follows: The 
points are moved out one at a time to the maximum 
position, and the coupler is examined for the maximum 
| and minimum positions of each point. The gauge is 
}an ingenious one, and probably will be satisfactory. 
There will, of course, be a minority who will still wish 
to build to their own contour. These will not be satis- 
fied with the variations allowed, but even this minority 
cannot but be satisfied with the design of the gauge. 
The drawings we shall give next week. 








Locomotives for Suburban Traffic. 


On another page we describe the new suburban en- 
gine built for the New York Central by the Schenec- 
tady Locomotive Works. In some respects this is a 
new design, having a six-wheel truck in the rear and 
a two-wheel truck in front, with a tank extending 
under the cab, One admirable feature about this en- 
give is that the line of sight from the eye of the engi- 
neer to the roadbed is not interfered with by tanks or 
other projections on the sides of the engine, as the case 
is with some recent suburban engines. 

The problem of a satisfactory suburban engine is a 
difficult one, and it is supposed to have been solved in 
many different ways, but it is safe to say that the best 
possible design has not yet been produced, while some 
miserable ones certainly have been tried. In order to 
understand the difficulty incident to the designing of a 


car that runs only once a week will certainly be an in-| satisfactory suburban engine, it is necessary to have a 


nocent innovation. If people can be made to wait a 
week for this ge and there are enough of thei to fill 


clear conception of the conditions to be met. 
A suburban train must be started quickly. This re- 


it every trip it will be useful an@ protitable; bat if it | quires that the wheels of the locomotive be of small 


succeeds to thts extent it will have to be run oftener. 
and then it will be claimed to injure some one’s first 
class business, if not the Erie’s; and then will come the 
trouble. Multiplication of classes as a method of in- 
creasing business seems to be of very doubtful value in 


diameter, and that there be considerable weight on the 
drivers; also that the weight of the engine not availa- 
ble for adhesion be as little as possible. Again, when 
a suburban engine reaches a speed of 35 and 40 miles 
an hour, as they all do between stations, the number 


this country (except under the peculiar conditions of | of revolutions pexmirute is greater than some of the 
the trancontinental ‘lines west of the Missouri| fastest express engines at 60 and 65 miles per hour. 
River) and it is not likely that this move; Hence, there must be as much provision made for re- 
of the Erie will cause any earthquake. It is about} ducing wire drawing and compression on suburban 
two years since the trunk lines formally agreed not to| engines as on those for high speed express service. 


run second-class sleepers, and the lack ef noise on the 


Except in the last requirement, a tank switcher with- 


subject since then indicates that it is not a burning | out trucks approaches the ideal suburban engine. The 
question. Changes in the sleeping ear business, like| entire weight is on the drivers, the wheels are small 


those in ordinary passenger business, will probably 


and there is a large starting power; but such an en 


tend upward rather than downward. The spirit of | gine is rarely a good steamer at high speeds owing to 
progress is so constantly seeking fields for exercise | the lack of firebox and grate area. It does not ride 
that the disposition to regard existing stand-| steadily, and the tank on the top of the boiler or on 


ards as normal and to develop along present 


the sides interferes with the line of sight, and the en- 


lines is all the time overborne by the movement to|gineer can only with great difficulty reach a hot 
make better cars and faster speeds the‘‘standard,” and | crank pin, guide bar or piston rod. With the tank 
thus relegate the old standard to second place. There} above the boiler, such engines are top heavy. Prob- 
are z0od opportunities to do this in sleeping car ac-| ably the objection most commonly made against such 
commodations as well as in other branches of passen-| a design is that having no trucks there is danger of 
ger transportation, but they have not yet received the | derailment, due to suarp flanges on the drivers caused 
attention they deserve. Americans di:like the name} by the reliance upen them for guiding the engine. To 
second eJass, even when they would not object to the| prevent this, and to make the engine ride mure steadi- 
thing itself. so that the present sleeping cars could|1]y. two wheel radial trucks have been introduced at 


probably be made more protitable by reducing prices! each end, and such an engine forms one type of sub-- 





if the possible coincident reduction ju quality of ser- urban locomotive which is fayored bya few, The 


i Sete heat yal 





eer RTT 


eT 





SS” ee nd 


ln. 








Sept. 11, 1891) 


THE RAILROAD GAZETTE. 


637 








latest form of this type is used on the Suburban Rapid 
Transit Railroad in New York. 

Some engines recently built by the Brooks Loco- 
motive Works for the Chicago & Northern Pacific sub- | 
urban service are of this last mentioned general type | 
except that they have four wheel trucks at each end, 
the front truck being placed exactly as on the ordi-| 
nary eight-wheel engine. Thereareside tanks extending | 
a considerable distance back of the head of the boiler 
in the cab, and a‘coal bunker in the rear. Probably 
these engines have more dead weight for an equal weight 
on drivers than any other suburban engine on record; 
there are 56,000 lbs. on the drivers and 44,000 Ibs, on the 
trucks. In this engine the line of sight is not preserved- 
The engineer cannot see the motion work or reach it 
while the engine is running unless he is a gymnast. 
The engineer’s position in the cab i3 peculiar, and the 
space where he stands on a wooden platform is ex- 
tremely limited. 

The New York Central engine has considerable 
weight on the two trucks, but has less dead weight in 
proportion to the weight on drivers than the engine 
for the Chicago & Northern Pacific. The simplest if 
not the most desirable solution of the problem is that 
obtained by the C. B. & Q. in its class ‘*I” engines. 
That design, which was illustrated in. the. Railroad 
Gazette, Dec. 13, 1889, p. 816, has six drivers and the 
same hauling capacity as the New York Central su- 
burban engines, but it has only two truck wheels in- 
stead of eight. It is, in point of fact, the class ‘“H” 
engine, a mogul, with the boiler reversed in the frames, 
the frames slightly extended, and a tank placed there. 
it has less dead weight in proportion to the adhesive 
weight than any other suburban engine which we have 
knowledge of that has a guiding truck at one end. 

On elevated roads the problem of hauling suburban 
trains is presented in its most aggravated form. In 
addition to all of the other requirements incidental to 
suburban traffic generally, there is the additional one 
of a minimum weight. The most modern structures 
for elevated roads are made strong enough to carry 
any reasonable concentration of loading per driving 
wheel, being built, as they are, of plate girders and 
laid with heavy rails. The dangerous stresses which 
the structure has to withstand are those produced in 
the top and bottom chord near the centre of the gird- 
ers by the weight of the engine as a whole. Hence, 
while it is possible to use almost any weight per wheel 
that would be admissible on any surface read, yet it is 
necessary to keep the total weight of the engine as 
sinall as possible. Now, as there never is an excess of 
hauling capacity with elevated engines, there is always 
the need of placing all weight possible upon the drivers. 
With a limited total weight this requirement neces- 
sarily prevents the use of superfluous truck wheels, and 
therefore it is but a natural result that we find to-day 
trucks only under one end of the engines on the elevated 
roads in New York City and Brooklyn, with the excep- 
tion of those on the Suburban Rapid Transit, which are 
hardly exceptions, as the sum of the weights on the 
two trucks at the front and rear is about equal to that 
on the single four-wheel truck of the Manhattan 
engines. 

It is also to be noticed that the Chicago ele- 
vated road, after having analyzed all the modern 
designs of suburban engines, and having a more sub- 
stantial structure than that used in New York City, 
has finally decided on a four-driver engine with trucks 
only at oneend. In that case, as for the Illinois Cen- 
tral suburban service, and numerous other cases which 
we might mention, there were the strong arguments 
offered by the trackmen and civil engineers 
against the use of an engine without guiding 
trucks at both ends. Railroad men in this country 
do, as a rule, favor the guiding truck, and object to 
running the drivers ahead; but on what ground of 
actual result it is not.casy to see. The necessity for it 
is not proved either abroad where trucks are the ex- 
ception, in this country on elevated roads where the 
curves are 90-ft. radius, on the surface roads where 
Forney engines are common, or in the case of the 
latest example of this kind where the C. B. & Q. is 
running the class ‘‘I” engine, having six drivers anda 
two wheel truck in the rear, on fast suburban trains 
and over a comparatively crooked track. No detri- 
mental effect, either on the tires or the rails has been 
found with these engines in continued service; hence, 
it is questionable whether there isa good ground for 
the objection to suburban engines without a leading 
truck at one end. 

These remarks have been called out by the wide 
variation noticeable in designs of suburban engines 
made by some of our most prominent mechanical engi- 
neers during the last few years. These designs vary 
from engines with six drivers and two truck wheels, 


with a clear line of sight and tank under the cab, as’ 





approaching perhaps nearest to the ideal design, 
througk all manner of combinations to engines with 
four drivers and eight truck wheels with tanks ob- 
structing the line of sight, this last design being prob- 
ably the farthest away from the most desirable type. 








Elevated Terminals in Chicago. 


It is probable that the time is not far distant when the 
railroads entering Chicago will be compelled to elevate 
their tracks above the levei of the street. This may not 
mean necessarily that the streets willnot be depressed, 
but as the discussion of the matter proceeds it looks prob- 
able that a separation of the grades for the entire differ. 
ence in level will be finally obtained by elevating the 
railroads and leaving the streets where they are. Those 
who are not familiar with the feeling in Chicago can 
hardly appreciate how near this movement is at hand. 
One railroad has already offered to raise its tracks one- 
half the distance required for clearance provided the 
city will depress its streets the other half. This 
the city will refuse to do, if the present feeling is in- 
dicative of the result. It is but natural to suppose that 
the cheaper plan will be followed, and that certainly is 
the elevation of the tracks, leaving the streets as they 
now are. Outside the damages to adjoining property 
which would be claimed were the streets depressed, 
the cost is calculated to be greater to depress the 
streets and provide for drainage than to raise the 
roadbeds. Whatever may have been the feeling a 
few years since, before the people had any consider- 
able knowledge of what it meant to elevate the tracks, 
counts for but little now that they are better informed. 
The construction of the elevated road has been an ob- 
ject lesson. Its simple form and comparatively inex- 
pensive design have impressed the public favorably, and 
it will be difficult to get appropriations for lowering 
the streets or sharing in the cost of elevating tracks 
for railroads having such valuable franchises as those 
entering Chicago. 

The treatment of the suburban traffic by some of 
the roads has prejudiced the public against the railroad 
companies, and they are not inclined to give them a 
bonus for a project which shall benefit so largely the 
railroads themselves. It will not soon be forgotten 
that when the ordinance was passed requiring the 
railroads to build fences alung their right of way and 
to establish protecting gates at intersecting strects, or 
as an alternative to run trains at the speed of six miles 
per hour, the railroads were not very complaisant, and 
caused great annoyance to suburban passengers (Chi- 
cago is very largely suburban) by running trains at 
ridiculously low speeds rather than to put up fences 
and gates to meet the ordinance. When the fences 
were put up finally, several useful streets were closed 
at the railroad crossings, to the annoyance of people 
and merchants at these points. 

It is such acts as these, coupled with the well known 
squabble with the Illinois Central, which have made 
the Chicago people determined, sooner or later, to com- 
pel the railroad companies to elevate the tracks at 
their own expense. Of course, it may be that they 
cannot compel the roads to do this, but it is evident 
that they intend totry. Whatever may be in the end 
the relative positions of the tracks and roadways when 
this change is made, there is one thing certain: The 
convenience of the public in the city and the appear- 
ance of the streets all demand the tracks to be raised 
without depressing the streets. The traveling public 
will hardly be affected differently whichever scheme 
is followed. As for their convenience and the saving 
of time, it is only necessary that the trains be run 
through at a good speed without stopping, from the 
outskirts to the heart of the city. In the matter of 
freight handling it will hardly be different to the rail- 
road companies whether they elevate their tracks the 
whole distance or only half the distance, as in either 
case hydraulic power or some other modein scheme 
must be adopted for handling goods. There is no 
question but the railroads are occupying more miles 
of track for storing freight in the vicinity of the city 
warehouses than there would be any need of orcupy- 
ing if the facilities for handling freight were anything 
near what they should be, or were as good as those 
used in European countries. 











The Argentine Situation. 


The Argentine Minister of Finance has submitted the 
budget for 1892. In brief, it shows estimated receipts in 
gold, and in currency reduced to its act»al gold value, of 
$50,740,000. as against expenditures of $44,640,000, leaving 
an apparent surplus of $6,100,000. Among the expendi- 
tures are included the canceHation of $15,000,000 paper 
money, but very little provision is made for the interest 
on the public debt. 

The customs duties, however, being pledged for the 
foreign debt, a plan has been proposed which is certainly 


novel, and will result in a very material saving to Argen- 
tine, while it should encourage her foreign creditors. 
This plan is to establish in London an institution to be 
known as the Foreign Customs Bank, which shall distri- 
bute to the various Argentine consuls in Europe *‘ cus- 
toms stamps,” which are to be sold to the shipping firms 
to the amount of the duties upon their respective ship- 
ments. In this way the duties wil! be paid at the port 
of shipment, in stead of the port of entry, the consuls 
will turn over the monies to the Foreign Customs Bank, 
which wili disburse it to the creditors in accordance with 
instructions from the Minister of Finance, while the Ar- 
gentine Government will be saved tbe difficulty and cost 
incident to a transfer of large sums of money from South 
America to Europe. Incidentally it may be remarked 
that the treasury will furthermore gain what would 
have been misappropriated or otherwise lost through 
the corruption of officials. The use of stamps will prac 
tically remove the opportunity for such knavery. 

One effect of the hard times in the Argentine is evi- 
dently to set the people to work and to repress their over- 
indulgence in trivial luxuries. For many years the im- 
ports have exceeded the exports, sometimes by as much 
as $25,000,000, oreven more. In 1890 the balance was 
still the wrong way, but the imports had fallen off 14 
per cent. over those for 1889, while the exports had in- 
creased 40 per cent. That is an immense gain for one 
year. The Ministerof Finance predicts that the result 
will be a balance in Argentine’s favor of nearly $100,000, - 
000 by the end of 1892, on account of increased produc- 
tion. This isin keeping with the too sanguine Argen- 
tine nature. The average increase in production during 
- the past decaie in the republic has been nearly 4 per 
cent. per annum. . 

Reports from the agricultura! districts indicate in- 
creased endeavors along the old lines. The discourag- 
ments to the wheat growers, consequent upon the seri- 
ous rains two years ago, have not proved lasting. The 
sheep estancias are being enlarged. Men who had 
abandoned their ancestral plantations for the more bril- 
liant chances of the town are turning their attention 
once more to “the gold which grows at the end of the 
hoe.” But we cannot expect a trade balance in favor of 
Argentine as soon as the Minister of Finance would 
have us believe. Indeed we would rather expect an in- 
crease in 1891 of about 10 per cent. over the ex- 
ports of 1889. It is then possible that there 
may be a greater gain in 1892. but there will 
almost as certainly be an increase of imports. Even 
should the figures approach near each other, we regard 
it as unlikely that the spirit of luxury inculcated in the 
Argentines during. the past decade will for many years 
suffer that prosperous condition, which so effectually 
turned their heads, when the annual trade balance was 
$13,000,000 in their favor, to return again. For another 
generation capital will not flow into Argentine as it did 
from 1880 to 1890. They must in the mean time work 
ous their own destinies, and in the end through a re- 
newal of emigration, at a more normal rate, we may see 
the respective currents of national trade assume the re- 
lative proportions hoped for by the Minister of Fin ance 








For weeks we have all been congratulating ourselves 
on the big crops and good prices. Now the roads east 
of Chicago are beginning to feel the effects of the favor- 
able conditions, and a large export traffic during the 
winter seems reasonably certain. 1t is another cause for 
congratulation that Germany and Denmark have agreed 
to raise the embargo on American pork. It will be re- 
membered that Bismarck under pretense of preserv- 
ing the German health, forbade the importation of 
American pork, alleging that it was diseased. This 
was a mere pretext, but it served the purpose 
of putting an end to the .competition of 
American hog products with German. The 
removal of this embargo will be a distinct advantage to 
the manufacturing classes in Germany by giving them 
cheaper food. While under this embargo American 
slaughterers did not conform their products to the re- 
quirements of the German markets, and so for the pres- 
ent the sales abroad will not be greatly affected. But in 
the future, when markets are known to be open to our 
pork, and things adjust themselves to the new conditions 
this action of Germany will be of great benefit to Ameri- 
can packers and to the railroads which carry their pro- 
ducts. The Stockholder (New York) publishes the fol- 
lowing figures of our exports of hog prodacts to France 
and Germany before and after the embargo was laid upon 


them: 
France. Copmaes, 


Lbs. bs. 
tS Re EE pe A A PR 23,347,000 24.966,000 
380, 28,726,000 
55,762,000 38,429, 
67,966. J 28,103,000 
70,003,000 43,005,000 
172,62 2,656.628 





° 395,397 
334,590 3,363,386 

The Chicago & Alton hasbeen experimenting with a 
device on a locomotive for superheating the air supplied 
to the fire before it reaches the grate. The attachments 
ateso constructed as not to interfere with the working 
of the engine in the ordinary manner, should anything 
happen to disable the appliances being experimented 
with. To change the engine back to the common form, 
it is only neressavy to open the front end and put the 
tip on the front noxzle, For these experimeuts, changes 
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have been made in the smoke stack and cylinder saddle, 
and the nozzles have been removed and the exhaust 
pipe is made 5% in. in diameter, straight opening. 
Around the stack is placed a perforated casing in which is 
a ccil of.2-in. brass pipe through which the water from 
the injector passes into the boiler. Air enters the per- 
forations in the shell around the stack, passes into a re- 
volving fan, and is by it driven into a pipe extending 
back under the trucks into the ash pan. Thus the air 
reaches the grate after passing around the smoke stack. 
Branch pipes from the main air pipe run up the four cor” 
ners of the fire box through which the air is forced di 
rectly into the furnace above the burning fuel with the 
expectation of completing the ignition of the gases. The 
fan is driven by a small rotary-engine connected by fric” 
tion clutches. The engiue and fan are placed in the for- 
ward kalf of the front end of the smoke box, and an air 
tight plate is placed between this compartment and the 
smoke box proper. This rotary engine also drives a dy- 
namo placed on the bumper for running the elec” 
tric lights in the head light. Light is a'so furnished for 
the illuminated signal and for cab and tender lights. 
The head light is placed in the center line of the boiler 
in the position of the ordinary number plate. Itis a 75 
candle power lamp. The operations of the fan and 
dyuamo are controlled by levers from the cab, the 
steam supply being taken for the rotary engine through 
the hand raii, from the combination stand in the cab. 
The engine, while having a considerable amount of ap- 
paratus, presents a neat appearance, and the casing 
around the stack is not unsightly. This has been a 
scheme which has been a favorite with inventors for 
years past. ‘With the exception of the electric feature, 
it has been tried before and found wanting. 








It is rumored that the Chicago Real Kstate Board will 
take some decided action soon to obtain the passage of 
an ordinance limiting the height of buildings in 
Chicago. They do this because they believe that the 
real estate in the centre of the city will be seri- 
ously damaged by the presence of tall buildings. As 
it is now, buildings of importance are shaded by 
the tall ones and light is obstructed. In fact, such 
structures have already become a nuisance to the 
occupants of surrounding buildings. Others take the 
ground that in case of an earthquake there is danger to 
surrounding property. If an ordinance cannot be ob- 
tained because of damage to surrounding property, 
there will be an attempt made to get it because of the 
high lift of the elevators and the consequent danger. 
Some building constructors are emphatic in their state- 
ments that, in case of a minor earthquake, which would 
not do damage to ordinary buildings, the entire facing 
of the taller ones, which is held to the steel structure 
within, would fall offand crush the roofs of surround- 
ing buildings. Probably the result of an application for 
such an ordinance would be the appointment of a board 
of engineers, whose report would be extremely interest; 
ing. 








In another column will be found an announcement that 
the first Fall meeting of the Western Railway Club will 
take place next Tuesday, and that Mr. Godfrey W. 
Rhodes will open the meeting by a discussion of the 
‘Rules Governing Air Brake Practice” as presented to 
the M. C. B. Association this year. All who have read 
Mr. Rhode’s speech at the convention will remember the 
importance of it, and that as a result the rules were not 
adopted, but referred to a committee to be carefully 
tried for one year or more before adoption. At this com- 
ing meeting there will be many valuable points brought 
out, and a good discussion will be sure to follow, as there 
has been an endeavor made to have allof the brake in- 
structors in the vicinity of Chicago present at the meet- 
ing. This promises to be the livelest and most important 
year of the club’s existance. Speakers for the entire 
season have been secured and the subjects wi'l be an- 
nounced soon. The record of this club last year wil] be 
found hard to beat, but probably it can be done by con- 
certed action on the part of the members. 








The entire capital stock of the Railway Age Publish- 
ing Company, amounting to $75,900, has been sold to Mr. 
Harry P. Robinson, of St. Paul, Minn. That enterpris- 
ing and lively sheet, the Northwestern Railroader, now 
controlled by Mr. Robinson, will be consolidated with 
the Railway Age on Sept. 15. A new company has been 
formed for the publication of the consolidated journal at 
Chicago. Mr. Robinson will be President and Manager 
of the new company, and Mr. H. R. Hobart, who has 
been for many years one of the editors of the Railway 
Age, is Vice-President. Wecertainly wish for the North- 
western Railronder and Railway Age the success which 
the experience ard ability of its owners and managers 
deserve, and our only regret is that it is handicapped by 
such acumbersome name. It is announced that the 
journal will have offices both in Chicago and St. Paul. 
Mr. E. H. Talbott, President and Editor of the Railway 
Age, retires entirely from the new co,cern. 








Everything must have a name, of course; and the 
Central Traffic Association roads, in making half-fare 
rates from west of the Mississippi, have had to use the 
term “* Home Visitors’ Excursion.” As long as the Star 
of Empire persists in traveling in its time-honored direc- 
tion, ‘* Home Seekers’ Excursion” will not apply, and if 
the Westerners should come East on a “‘ Harvest” excur- 
sion they would have to bring the harvest with them, 


else their remarks about the littleness of things_in the 
East would be intolerable; so the roads are excusable fcr 
employing a name somewhat lacking in the poetic ele 
ment. An excursion for Goers Away in General will 
probably be the next new scheme. 








The Steamship City of New York, which carried the 
Japan mails that the Canadian Pacific and New York 
Central delivered in New York in 84 hours from Van- 
couver (as noted last week) reached Queenstown at 2 P. 
M.,Sept. 8, having crossed the Atlanticin5 days, 22 hours 
and 50 minutes. The City of New York on this trip beat 
all previous eastward ocean records, and delivered mails 
at Queenstown in lessthan 20 days, actual time, from Yo- 
kohoma. In consequence of blunders and inadequate 
arrangements, the time from Queenstown to London 
was not brilliant, mails having been carried to Liver- 
pool that should have been put off at Queenstown. 








The Rapid Transit Commissioners of Boston have fol- 
lowed the good example of those of New York, and ap- 
pointed an advisory board of consulting engineers to act 
with their Chief Engineer, Mr. George S. Rice, in the 
examination and study of the rapid transit problem of 
that city and suburbs. The advisory board consists of 
Mr. Theodore Cooper, of New York; Mr. A. Fteley, of 
New York, and Mr. F. P. Stearns, of Boston. 








NEW PUBLICATIONS. 
Geological Survey of New Jersey. Annual report of the 

State Geologist for the year 1890. 

The Geological Survey of New Jersey was begun by 
Prof. George H. Cook in 1863. The law-.authorizing the 
survey, constituted a Board of Managers consisting of 
two members from each of the several Congressional 
Districts of the state with the Governor as ex officio 
Governor of the Board. The annualreports of the State 
Geologist are printed as part of the legislative documents 
of the state, and are distributed among their con- 
stituents by the members of the Legislature, and still 
other copies ars supplied to the Board of Managers and 
the State Geologist, to distribute to libraries aud public 
institutions and persons interested in the subjects of 
which they treat. 

The reports of Prof. Cook, from 1864 until his death, 
Sept. 22, 1889, were model official documents. Every one 
of them contained some special report on a matter of in- 
terest toa Jarge class of the community. The conse- 
quence was that public interest was aroused and main- 
tained in the State Survey, and appropriations were 
obtained without difficulty for the continuance of a work 
which bore such good results and was presented to the 
public in such attractive form. The topography of the 
state and the economic geology were so thoroughly given 
in these reports that they bave been in great demand, 
and many of them are entirely owt of print, greatly to 
tke regret of hundreds and probably thousands of per- 
sons who are interested in their contents. 

On Oct. 1, 1890. Prof. John C. Smock, who had been 
connected with the survey for many years, was ap 
pointed State Geologist, end the present report bears 
wit:.ess to the fitness of the appointment. It isa vol- 
ume of 305 pages, including a very full index of the mat- 
ters referred toin the text of the report, but is unfortu- 
nately deficient in that there is no table of contents, 
nor is there any running title at the head Of the pages 
indicating the subject or the author of the various re- 
ports of which the volume is composed. 

These reports are as follows: 

(1) An introduction and summary of the work done 
during the year, by Prof. Smock. 

(2) Memorandum by Mr. E. A. Bowser, in charge of the 
U. S. Geodetic Survey, stating that no work has been 
done during the present season, and explaining the ad- 
vantages which would accrue from an appropriation 
from the United States Government of $16,000. 

(3) A valuable monogram on the white limestones of 
Sussex County, by Frank L. Nason. 

(4) Frank L. Nason next describes all of the iron mines 
in the state which are now worked, and discusses the 
probability of other great deposits of iron, and the 
method of determining their position. A listis given of 
all the iron mines which have ever been worked in New 
Jersey, and their location is shown on a map. 

(5) C. W. Coman describes the progress made in the 
investigation of the terrace formations of the Atlantic 
coast and along the Delaware River. 

(6) The most important paper in the report is that 
which covers about 150 pages, and is by Mr. G. C. Ver- 
meule. Itis on the ‘‘ Water Supply and Water Power 
Resources of New Jersey.” There is perhaps a little too 
much theorizing in this paper on rather insufficient data 
with reference to the computation of the probable yield 
of streams at different seasons of the year, but there is 
also an enormous amount of practical and useful infor- 
mation derived from actual observation. - 





available in the s‘ate is quite complete, and shows that 
there is in use water power to the extent of 23,000 H. P., 
and that there are a number of excellent sites not yet 
utilized. 

(7) The artesian and other bored wells in the state are 
described by Mr. Vermeule and Mr. Lewis Woolman. 

(8) The last of the special reports is by Mr. George W. 
Howell, and relates to the progress made in the drain- 
age of the Passaic River. The general charge of the 
office is in the hands of Mr. Irving S. Upson, who was 
assistant-in-charge of the Survey during the period be- 
tween the death of Prof. Cook and the appointment of 
Prof. Smock. 

It is by comparison of such reports as this and the 
Massachusetts report, to which we have already called 
attention, that the disgraceful backwardness of the 
State of New York is made apparent. About all the 
State Engineer of New York has to report on, is the con- 
dition of *Clinton’s Ditch,” and the contracts which 
have been made for keeping it clean. 





New York State Board of Health ; Eleventh Annual 
Report, Feb. 20, 1891. 


This report is in two volumes, comprising 935 pages, 
printed on miseravle paper, is supplied with a good table 
of contents, but no index to subjects, and is illustrated 
with a number of maps which are generally very poorly 
reproduced. The general get up is not creditable to the 
State of New York. Its contents, however, are val- 
uable and well arranged. 

The State Board of Health consists of eight members, 
three of whom are appointed by the Governor and Senate, 
three are appointed by the Governor from the Health Com- 
missioners of Cities, and two are ex officio members, 
being the Health Officer of New York and the Attorney- 
General of the State. The Secretary and executive 
officer is Dr. Lewis Balch. 

The report of the Board occupies 26 pages, and isa 
brief general summary of the work done during the past 
year. This comprised the registration of vital statis- 
tics, the examination of eleven plans for the sewerage 
of villages, the making of rules for the sanitary protec- 
tion of the water supply of three towns, the examination 
of the feasibility of a:system of sewerage for one village, 
and the sewage disposal of another; examinations of 
several nuisances, and a partial inspection of the Hud- 
son River to estimate the amount of pollution it re- 
ceives from the cities and towns on its banks. 

The plans for the sewerage of villages and towns are 
required by law to be submitted to and approved by the 
State Board of Health before they can be carried out. 

The preliminary reports of the engineers who pre- 
pared the plans, copies of the plans themselves, and the 
reports made to the Board by the expert engineers em- 
ployed by ther are given in full. 

The only criticism to be made on this part of the re- 
port is that the plans are drawn to all sorts of scales, by 
allsorts of draughtsmen, and are very badly engraved 
and printed. It would be just as easy, and a great deal 
more creditable, to have allsuch plans prepared on a 
uniform svale by competent draughtsmen. , 

It is a good plan to have the State Board of Health 
empowered to make rules for restraining the pollution 
of water supplies. It seems, however, somewhat ques- 
tionable whetherthe state should be called upon to 
make preliminary investigations as to the feasibility of 
constructing sewers and disposingof sewagein a town 
before the town itself has done anything in that direc- 
tion, unless the cost of the examination should be paid 
by the town, and not included in the expenses of the 
State Board of Health. 

There is no civil engineer officially connected with 
the State Board, and each investigation of water supply 
and sewerage on which the Board is called upon to ex- 
press an opinion is made by an engineer hired for the 
occasion. In 1890 some of the examinations were made 
by E. Kuichling, C. E., but most of them by C. C. Brown, 
C. E. 

The report of the Secretary on the sanitary condition 
of the state, and the summary of mortility reported dur- 
ing the year appears to be very complete and well ar- 
ranged. It is a capital mine for statisticians to work in, 
but can hardly be considered interesting reading for the 
general public. 





Surveying and Leveling Instruments Theoretically 
and Practically Described for Construction, Qualities, 
etc., etc. By illiam Ford Stanley, Optician, Manu- 
facturer of Surveying and Drawing Instruments. Lon- 
don and New York: E. & F.N. Spon, 1890, pp. 552; 
index and price list; numerous illustrations. $3.00. 


For a maker of instruments to get out a small octavo or 
12mo volume of 550 pages, largely describing his own 
product, and offer it to the public for three dollars, 
sounds in the bald statement of the fact almost like pre- 
sumption. But to the few people who want such a book 
as this, or are likely to buy it, it is worth the price. In 
the first place it is physically a well made book. 





|The paper, typography, press work, binding and 


The engineer in charge of the work has gone about it|engraving are all good. It is a sound and pleasing 


in a systematic manner, and has been fortunate enough 
to secure the co-operation of a number of observers, and 


| little book to handle and look at. 
| great deal more than that. 


But it is a 
It is the outgrowth of 


thus procure continuous gauging of a number of streams | notes made for many years, of queries that came to 


in the state to an extent sufficient to form a pretty good 
idea of the distribution of the flow in connection with 
the records of rainfall. The interest which the publi- 
cation of this report will create will undoubtedly result 





in enabling the director of the survey. to procure fuller 


Mr, Stanley “relative to the functional parts of survey- 
ing instruments.” Finally the scheme of the book was 
elaborated. It is to treat first the philosophy and prin- 
ciples, and the materials and manipulation, that enter 
into the. construction of the instruments; then to take 


data in the future, The reference to the water power © a typical instrument of each class and describe it in 
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such detail as would enable a skilful workman to make 
it. Furthermore, tests for determining the quality of 
the workmanship and methods of adjustment are given 
for the professional man whose knowledge must be less 
than that of a manufacturer. The engravings 
are all made directly from the instruments or 
from working drawings. The descriptions of 
the instruments ordinarily used by the _ ,rail- 
road, mining and city engineer are excellent, and care- 
fully illustrated. To these are added descriptions of the 
reading microscope and micrometers ; of the sextant and 
other refiecting instruments; of the transit theodolite 
as adapted to minor field astronomy ; of larger theodo- 
lites for geodetic work, and in fact of many beautiful in- 
struments and attachments which will delight the heart 
of any-man who has been trained in high class instru- 
mental work. In short, the volume contains so much 
information. and is so free from misinformation and 
padding that the price is quite justified ; even if one is 
not prepared to go so faras to say that the price of books 
should be inversely as their bulk. 











THE SCRAP HEAP. 


Notes. 


“here is no foundation for the report that the Wabash 
will run chair cars on other than through trains. 


An express train ran into a freight train near Medina 
del Campo, vn the Northern Railroad cf Spain, on Sept. 
3. Eight carriages were wrecked, seven persons killed 
and 20 injured. 

The car shops of the Grand .Trunk at Port Huron, 
Mich., were partially destroyed by fire on Sunday night 
last. Loss, $75,000. Ihe Youngstown Bridge orks, 
at Youngstown, O., were burned Sept. 4. Loss, $75,000; 
insurance, $60,000. The company will rebuild at once. 

The Missouri. Kansas & Texas has discharged 32 men 
from the shops at Sedalia, Mo., and 100 at Denison, Tex. 
The Central of New Jersey has discharged 70 painters 
from the car shops at Elizabethport. Two bundred men 
have been discharged from the Pullman shops at Wil- 
mington, Del. 


A passenger train was stopped by highwaymen near 
Modesto, Cal., on the evening of Sept. 4, but the robbers 
were beaten off after a fight lasting some time and in 
which firearms w:re used on both sides. A detective 
who happened to beon the train and who joined in ‘the 
fight, was fatally shot. 

Following is the schedule of wages adopted on the 
Missouri, Kansas & Texas since the recent negotiations 
with the employé¢s’ organization: Conductors, $125 per 
month; baggagemen, $65; brakemen, $55, and porters, 
$40. On special passenger trains, per mile, conductors, 
2144 cents; brakemen, 1.1 cents, and porters, & cent. 
Conductors on through freight trains 3 cents, and brake- 
men 2 cents per mile. Day yardinaster, $110 per month ; 
night, $100; day foreman, $2.70 per day; night, $2.75; 
day switchmen, $70; night, $75 per month. 

Foreign Notes. 

The city of Breslau, in Germany, is ean | to have an 
electric street railroad. It is to be eight miles Jong and 
the preliminary operations are now being vigcrously 
prosecuted. 


Belgium has invited the various other states to at- 
tendan international conference to be opened at Brus- 
sels on Oct. 10, with the view of determining upon a 
uniform system of baggage regulations for railroads. 
Germany, England, France, Italy, Russia, Spain, Den- 
mark, Norway and Sweden, Switzerland and Rouma- 
nia have already officially accepted the invitation. 

In accordance with a government regulation which 
went into effect in Belgium on June 20, freight trains 
will no longer be dispatched in that country on Sun. 
days and holidays. The ruling was designed in the in- 
terest of railroad employés.. Up to Oct. 20 it_ is to be 
followed only at the discretion of the railroad authori- 
ties, with the view of making the innovation gradual in 
cbaracter. After that date, it would appear, a more 
rigid adherence to it is expected. 


The Swiss Federal Council has addressed a circular 
letter tothe different railroad companies of Switzerland 
in which attention is drawn to the importance of properly 
lighting railroad stations. Prominence has been given 
to this matter by several recent fatal accidents to rail- 
road employés, attributable, it is stated, to poor station 
lighting arrangements. It is, therefore, pointed out by 
the government authorities, that at all stations where 
the adjoining town or city 1s lighted by gas or electricit; 
the same means of illumination should be employed. 
The item of greater cost of such improved systems of 
lighting would, in such cases, it is maintained, be com- 
paratively trifling; at any rate it would be comparatively 
overshadowid by the advantage of increased safety in 
traffic management. 


As examples worthy of imitation the Verkehrszeitung 
cites the training schools which have been instituted by 
Italian railroads for machine shop apprentices. One 
such school is connected with every large railroad shop, 
and serves the purpose of giving the necessary prelimi- 
nary instruction to young men who intend to become 
railroad machinis's. The schools are under the super- 
vision of the respective master mechanics of the differ- 
entroads. Tuition is free; the age of applicants for ad- 
mission must not be over sixteen years. The hours of 
study are limited totwo per day, the term of study 
extending from~ Nov. 1 to Jaly 1. The remaining 
four months of each year are devoted wholly to practi- 
cal work in the shops. Prizes of moderate sums of.mon- 
ey are annually awarded to those scholars who have 
specially distinguished themselves in their studies. 
There are annual examinations, rigidly conducted, and 
graduates receive diplomas. . 


New Stations and Shops. 

The new shops of the Toledo, Columbs & Cincinnati, 
at Kenton, O., have been completed, and are now run- 
ning. 

The Pittsburgh & Lake Erie is erecting new stations 
at Chartiers, Shousetown and Shannopin, Pa. The com- 
pany is also building, at Chartiers, an erecting shop 

105 x 145 ft., and a boiler shop 30 x 100 ft. 

- "Phe. Wanner, Palace Car Co, is putting in an electric 
_trausfer.table at ite Fast Buffalo (N, Y.), shops. 

os Big icareine Seay will build repair shops at: Black- 
Wille, B.C! sanz7 Uh VCO 848 ane fg SOT g Me 





The Adams Express Co. will build a three or four story 
building where the present freight house is situated at 
Eleventh street and Liberty avenue, Pittsburg, Pa. 


A power house is to be built for the cable line of the 
Washington & Georgetown Railroad in Washington, 
D. C., to cost $300,000. Pennock Bros., of Philadelphia, 
put in a bid of $299,787, and will probably be awarded 
the contract. The contract calls for the completion of 
the building by August, 1892. 


Postal Cars on a Street Railroad. 


Postmaster J. B. Harlow, of St. Louis, Mo., has made 
ascheme for facilitating the transmission of mails be- 
tween the various sections of that city and the main 
post office by using the street railroad lines, and the ex- 
periment will probably be tried within a few weeks, the 
contract being now in Washington for approval. The 
plen is described as follows: 

As operated at present 62 square miles of the city is 
supplied with five sub-stations—about 10 square mi'es 
per station. Much valuable time is lost by carriers in 
going to and from stations, which could be utilized if 
they could get their mail at points less remote from their 
routes. lt is therefore proposed to establish sub-sta- 
tions, with facilities for stamp sales, registry, etc., to 
the number of about 60, mostly in drug stores and sim- 
ilar places, contiguous to certain street car lines which 
radiate north, northwest, west, southwest and south; 
placing on the selected lines cars quite similar to ordi- 
nary railroad post offices. In these cars will be carried 
a messenger. He wiil receive the mails as arranged at 
the central post office. At the first of his stations he 
will pass off the sack for that station, receiving at the 
same time the mail accumulated there. This will 
have been already partly arranged, so that the 
package for station 2 will come to him marked witha 
red tag and he can go on with his distribution for sta- 
tions beyond; and so at each succeeding delivery and 
reception of mail over his entire route. The main idea 
is to do away, as far as ible. with carrying all col 
lections to the’general office {or assortment and distribu- 
tion. It is intended to begin with twocars. To further 
ayn the cars, the car next preceding a mail train 
will carry a signa! to denote such to be the case. The 
mail cars are evidently to be hauled with regular pas- 
senger cars, and each postal train will carry a flag on 
the motor car, lettered *‘ St. Louis R: R. P.O.” There 
is already a very satisfactory express business done over 
a street car line to the southern part of the city. 


Infected Cars. 


Attention is directed in the Moniteur Industriel, to 
the researches of M. Cornet which have ‘shown that 
places inhabited by sufferers from phthisis frequently 
contain germs of that disease. Pushing these experi- 
ments still furtber, M. Pransnitz has examined a num- 
ber of railroad cars much used by consumptives. Dust 
samples were taken from these cars and inoculation 
experiments were made with them on different animals. 
Two.out of five such samples were found to contain 
tuberculosis bacilli and a number of the inoculated ani- 
mals showed symptons of the disease. After periods of 
from 10 to 12 weeks after inoculation, the animals were 
killed for further examination, and it was then found 
that in every case the disease had made but slow pro- 
gress, this circumstance apparently showing that the 
number of bacilli present in the dust was com parativel 
small. Nevertheless, M. Pransnitz has thought it well 
to commend to the attention of railroad authorities the 
eminent desirability of careful cleaning and disinfecting 
railroad cars which may have been exposed to infection. 
Steam disintection is recommended as both efficient and 
easily applied. The adoption of certain other sanitary 
measures, such as the introduction of easily sterilized 
receptacles for the sputa of patients is also suggested. 


The Whateback Boom. 


It is now said that the American Steel Barge Co. will 
double the capacity of its plant at Superior, Wis., the 
coming winter, and will expect to launch about 50,000 
tons by the middle of next summer. 


Street Car Tickets Ordered Two Years in Advance. 


The Latin-American Department of the World’s Col- 
umbian Exposition learns that a great number of people 
from Mexico will visit the United States in 1893. ‘* Per- 
sonally conducted tours are being arranged and the lists 
are being rapidly filled. Senor Spindola will conduct a 
pumber of excursions from Mexico to Chicago and 
return. The cost to each subscriber will be $260, and 
will include all the necessary expenses of the trip, viz: 
fare to and from Chicago, Pullman cars, meals en route, 
ten days hotel in Chicago, ten admissions to the Expo- 
sition, and street railroad tickets covering the entire 
— of the stay in Chicago. Excursions are proposed 

y sea to New York and San Francisco, and thence to 
Chicago by rail. Each party will be accompanied by 
competent interpreters.” Porters’ and waiters’ fees will 
make a trifling addition to the expense, but if the people 
who are “rapidly filling up the lists” are as fore-handed 
as they seem to be, they will at once put the $260 at 
interest, and thus partially avert the calamity that is 
liable to result if they start out in 1893 under the delu- 
sion that the inevitable expenses are all paid. 


The Railroads of Canada. 


Canada’s first railroad was the Champlain & St. Law- 
rence line, about 15 miles in length, connecting La- 
prairie and St. John’s, Quebec. The charter for its con- 
struction was obtained in 1832, and it was first opened 
for traffic on July - 1836, by Lord Gosford. A return of 
its operations for 1842 shows that in that year it carried 
27,041 passengers and 7,716 tons of freight, and that its 
earnings were $13,650 and its operating expenses $10,744. 
The progress of the country in the half ceatury that has 
since elapsed is strikingly shown by the railroad statis- 
ticsrecently submitted to Parliament. In the year end- 
ing June 30, 1890, there were 13,256 miles of road in opera- 
tion, the number of .passengers earried was. 12,821,262, 
and tons of freight, 20,787,469. _ The gross a were 
$46,843,826, and the operating expenses, $32,913,350. The 
return shows that tbe nu r of miles of completed 
railroad in Canada is 14,004, and of sidings, 1,679. 

The paid-up capital of the various systems regates 
$786,447,811, or $56,174 per mile. From first to last the 
governments of the country have granted aid in the 
shape of loans, bonuses and subscriptions to shares or 
bonds of railroad companies as follows: Dominion Gov- 
ernment, $145,445,323: Ontario, $6,097,007; Quebec, $13,- 
177.453; New Brunswick, $4,517,347; ova Scotia, 
$2,135,996; Manitoba, $2,478,300, and British Columbia, 
$37,500. A total of $173,888,926. 

In addition to this the various governments have 

ranted about 32,750,000 acres of land to railroais, not 
ae mo grant to the Winni & Hudson Bay 
unic 


road. 1 aid has been given way of bonus 
£0 the amount at $10,504,915, in fam, $2,992,000, and in 


subscriptions to shares or bonds, $2,245,500. The greater 
portion of the Canadian railroad system is now either 
owned or controiled by two companies, the Grand 
Trunk and the Canadian Pacific. The former operates 
3,122 miles, and the latter 5,085 miles. The four govern- 
ment lines aggregate 1,352 miles. 


A High Novelty. 


Open street cars, of the pattern so well known in this 
cou try, with a number of transverse seats, and longi- 
tudinal foot-boards along:the two sides, are being used 
experimentally by one of the Berlin street railroad com- 
panies, and German papers are referring to them as 
noteworthy novelties. 


The Trans-Siberian Ruitroad. 


We give the following press dispatches for what they 
are worth: 

Lon: on, Sept. 8—A party of American engineers, 
whoare reported to be agents of a _ firm which proposes 
to make a tender for building the Siberian railroad, have 
arrived at Viadivostock to ascertain the conditions of 
the corstruction of the line. 

St. PkTERSBURG, Sept. 8.—An American syndicate 
has taken the contract to build the great Siberian rail- 
road, und an American engineer has just arrived at 
Viadikavkas to inspect the route. 


Railroads in Costa Rica. 


A contract has been ratified between the Government 
of Costa Rica and a syudicate for the construction of a 
railroad trom San Jose to Puenta / renes, the ew 
Pacific port. This road when built will be ikely to 
affect the Panama Raiiroad, as there is already a rail- 
road from Port Lima, the Atlantic port of Costa Rica to 
San Jose, the capital, and the completiun of this line to 
Puenta Arenes will give through railroad transportation 
from the Ailantic to the Pacific. The Government 
guarantees a minimum profit of five per cent. annuall 
for 25 years on the total cost of the road, which is esti- 
mated at $4,000,000. 


The Oyster Bay Line to Boston. 


The steamer *‘ Cape Charles,” formerly used between 
Norfolk and Cape Charles City, Va., as a transfer boat, is 
now owned by the New England Terminal Co. It bas 
been extensively repaired and will be employed as a 
transfer boat for freight and passengers between Oyster 
Bay, L. I., and Wilson’s Point, Conn., for the new line 
between Brooklyn and Boston over the Long Island, 
Housatonic and New York & New England railroads, 
It is said that the new line will be opened on Sept. 21. 
The Cape Charles is expected to be able to make the 
Wilson’s Point transfer in 50 minutes. 


Argentine Railroads. 


An official report of the condition of railroads in the 
Argentine Province of Santa Fe has been received by 
the Bureau of American Republics. In 1888 there were 
360 miles in operation in the province, This number had 
increased in 1889 to 418, and in 1890 to 503, while 193 miles 
was in process of construction. A direct line is building 
from Santa Fe to Rosario, which will probably be open 
to traffic before the end of the year. The returns in {S80 
amounted to $902,222, and the expenses to $1,027,856, as 
compared with returns of $2,034,772 in 1890. and expenses 
of $1,602,958, The rates ia 1500 were the same as in 1889, 
but since April, 1891, the depreciation of the paper dol- 
lar has compelled an increase of 110 per cent. in rates. 


The Future of the *‘ Whaleback.’ 


The New York Sun called attention the other day to 
the fact that there were at the same time in the lower 
bay the Sandy Hook twin-screw steamer, ‘* Monmouth” 
an old w en side-wheel seagoing steamer; the phe- 
nomenally fast steamer, “‘Anna H. Norwood,” and the 
whaleback steamer, ‘*Wetmore,” which, baving returned 
from Liverpool, was starting to take a cargo of ship- 
building machinery to Puget’s Sound. 

The side-wheel wooden steamer is a fair type of the 

ractice of 30 years ago, and the “Monmouth” is'fully up 

0 the best types of two years ago, but is modeled on 
European lines both as to its bull and machinery. The 
“Norwood,” though it is two years old, is inreality a cre- 
ation of this season, some $20,000 having beea spent in 
improving her machinery and lines by Aur: Norman L. 
Munroe, ber owner, since she was launched. Her suc- 
cess leads him to a hope that a larger boat can be built 
which wil! cross the Atlantic at the rate of 35 knots. 
The speed of the ‘‘Norwood” is due tothe Mosher furnace, 
which, for an equal efficiency, is said to require but haif 
the space of a Thorneycroft boiler. 

The whaleback, unlike the Norwood, which is distinc- 
tively American in its boiler, is distinctively American 
in the lines of its hull; and asa freight carrier it claims 
to be the coming style of boat. The capitalists who are 
interested in this style of freight carrier have turned out 
35,500 tons on this model during the past three years 
from their shipyard at Superior City, and are,as is known, 
proposing to go into the passenger traffic on the lakes 
for the World’s Fair business. In addition to this they 
are starting a shipyard on some 8.000 acres of land they 
have purchased at the mouth of the Snohomish River, 
30 miles north of Seattle, on Puget Sound, where they 
will, it is said, immediately commence building, first 
with imported materials, but later from the products of 
their own rolling mills ana furnaces. 

It has been claimed that these boats, altbough efficient 
on the comparatively still waters of the lakes, will not 
do for the ocean traffic, but there was nothing in the 
two voyages of the Wetmore across the North Ktlantic 
to justify such an assertiou, though it still remains to 
be proved that they can tow consorts on so rough a sea. 
That the owners consider the voyage to Liverpool and 
back a success, is demonstrated by their continuing their 
preparations for a shipyard on the Pacific coast. 








LOCOMOTIVE BUILDING. 


The Louisville & Nashville has placed an order for 10 
consolidation engines. 

The Lake Shore & Michigan Southern will probably 
order ten 10-wheel locomotives. 

The Chesapeake & Ohio has ordered about 20 freight, 
passenger and switching engines. 

The San Antonio & Aransas Pass has just received the 
last three of a lot of ten locomotives. 

The Cincinnati; Hamilton & Dayton has placed an or- 
der for two 8-wheel and two 10-wheel engines. 

The Baldwin Locomotive Works has received an order 
from the Lehigh Valley for 10 consolidaiion engines and 
ten 10-wheelers, . 

The Brooks Locomotive Wo: of Dunkirk, N. Y., 
are building nine six-wheel switching engines with 





18x24-inch cylinders for the Lllinois Central. 
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The Marietta & North Georgia has received from the 
Baldwin Locomotive Works an engine weighing 64 tons 
with cylinders 20 x 24. Itis designed to pull eight cars 
loaded with 200 tons up a four per cent. grade with 14 
degree curves. 

The Los Angeles Terminal has received two locomo- 
tives from the Baldwin Locomotive Works, and two 
more will shortly leave Philadelphia. One of the latter 
is a ten-whee] Vauclain compound, with cylinders 
18 x 24. This will be the first of its kind to reach the 
Pacific Coast. 

Mr. Johnstone, Superiutendent of Motive Power and 
Machinery for the Mexican Central, has asked for bids 
for building three enormous compound engines. They 
are to have 12 drivers, articulated. The total weight of 
one of these engines will be 230,000 lbs.. with 200,600 Ibs. 
on the drivers. 

The six ten-wheel compound locomotives, Jobnstone’s 
system, built at the Rhode Island Locomotive Works 
for the Mexican Central, have heen shipped ; the last one 
will probably reach Chicago early next week, and it is 
expected to make a trial run with it on the Wabash, 
and, later, on the Atchison. 








CAR BUILDING. 


The Lake Shore & Michigan Southern is asking bids 
for 25 passenger coaches, which are to be fitted with the 
Leland heater. 


The Baltimore & Ohio has ordered 21 passenger 


cars from the Pullman Palace Car Co. for service on the’ 


Roya! Blue Line. 

The Wilmington, Onslow & East Carolina Railroad has 
purchased two first class passenger coaches from Regi- 
nald, Canning & Co.. of New York City. 

It has been stated that a contract for 30 coaches has 
been let by the Chicago & Eastern Illinois Railroad, but 
this is not true, as the contracts have not been made 
out or the bids closed. The company is in the market 
for 24 instead of 30 coaches. 

The Jilinvis Centril is building at the Macomb shops 
100 coal cars of 6),000 Ibs. capacity with swing trucks. 
These are regular standard gondolas. Thiscompany has 
just ordered from the Pullman Works 100 fruit cars, 35 
ft. long and of 50,000 Ibs. eapacity; also 300 box cars of 
the Mount Vernon Car Co., Mount Vernon, Ill. 
These will be 35 ft. long and of 50.000 lbs. capacity ; they 
will have rigid trucks but otherwise are the regular 
standard of this company. 


The Chicago, Burlington & Quincy is in the market 
for 2,000 34-ft. box cars, 34 ft. long, and of 60,000 Ibs. 
capacity. These cars are to have the low sills _here- 
tofore described in The Railroad Gazette, and the 
drawbars will pass through the end sills. Air brakes, 
M. C. B. vertical plane couplers, National hollow brake- 
beams, Christie brakeshoes and double board felt roofs 
are called for. These cars are the new standard of the 
C., B. & Q., and embody the latest designs in details for 
wooden cars, 








BRIDGE BUILDING. 


Baltimore, Md.—The city will build a new bridge 
across Jones’ Falls at Lexington street, Baltimore. 


Billings, Mont.—The Northern Pacific is constructin® 
a new steel bridge over the Yellowstone River at Bill- 
ings to replace a wooden Howe truss, which was built 
when the road was first ccnstructed. The structure con- 
sists of three spans of 160 ft. each ; the superstructure 
will rest upon granite piers and abutments. The com- 





pany isalso replacing much of its trestle work with: 


stone culverts and earth embankments. 


Bristol, Tenn.—The city’ will build an overhead 
bridge on Anderson street, in connection with the 
Bristol, Elizabethtown & North Carolina Railroad. 


Buzzard’s Ford, W. Va.—Work has been commenced 
on the new bridge over the river at Buzzard’s Ford. 
One pier is con.pleted, the abutments begun, and the 
superstructure is ready to be placed in position. 


Chicago, Iil.—The American Bridge Works, of 
Chicago, has put in a bid of $118,220 for the superstruc- 
ture of the Ogden avenue viaduct. This was the lowest 
of nine bids received, and it is understood will secure the 
contract. F 


Cumberland, Md,.—The work of tearing down the 
Baltimore street bridge over the tracks of the Baltimore 
& Ohio, one span of which fell last week, killing two 
men, has been finished, and the work of erecting the 
new steel structure to replace it has been commenced. 
The new ve will have a span of 250 ft., spanning the 
entire yard of the railroad company. 


Denver, Col.—The sum of $100 is offered by the 
city for the best — plans and specifications coming 
within the limit of $14,000 for the construction of an iron 
truss bridge and its foundations at Denver, provided the 

lans are not furnished by the parties securing the con- 
tact for construction. Plans and specifications will be 
received to Sept. 20, 


Galesburg, Ill.—The city is makin 
build several bridges over Cedar Fork. 


Meriden, Conn.—The engineer has finished the plans 
for the masonry of the South Meriden bridge, and ex- 
pects to complete the specifications soon. Bids will be 
asked for soon. 

James Kane & Son have secured the contract for 
building a stone arch bridge on Broad street, the price 
being $7,080. 


Montreal, P. Q.—It is pete that the city has 
concluded arrangements for the construction of a sub- 
way under the Canadian Pacific tracks at Ontario street. 
The estimated cost is $7,300. bridge over the tracks 
will probably be built at St. Catharine street. 


New Smyrna, Fla.—The New Smyrna Bridge & In- 
vestment Co, has been incorporated by A. J. McCreery, 
J. L. MeCreery, R. S. Nelson, P.M. Bryan and B. A. 
Strange, to operate a toll-bridge across the Hillsboro 
River at this place. 


North Yakima, Wash,—J. R. Peters, the contractor 
on the new railroad bridge over the Natchees River, has 
completed the work, The bridge cost the railroad com 
pany about $36,000 


Pawtucket, R. I.—A bridge will be built over the 
river at Blackstone avenue. 


Piedmont, W. Va.—Plans have been prepared for a 
bwoeges highway bridge to connect Piedmont, W. Va. 
and Westernport, Md., spanning the Potomac River. 
‘The river at that point is about 400 ft. wide. 


arrangements to 


Springfield, O.--It is said that a truss bridge of 95 ft. 
span is to be built by the city, and that the City Council 
has already taken action that will secure the necessary 

| funds. 


Thomaston, Ga.—The County Commissigners of 
| Upson County will build a bridge across the Cobb River. 


| Watkins Mill, Ga.—Bids will be received until Sept. 
19, by H. T. Cooper, Douglasville, Ga., for the coustruc- 
tion of a bridge across Dog River at this place. 





Westmoreland County, N. B.—Tenders will be re- 
ceived up to Sept. 17 by the Commissiong of Public | 
Works at Fredericton, N. B., for rebuilding the bridge | 
at Holines Creek, Westmoreland County. | 

W heeling, W. Va.—The Commissioners of Ohio County | 
have plans made for seven new steel a cross | 
Wheeling Creek at various points along the“National 
Road within ten miles of Wheeling. The spang will av- | 
erage 80 ft. | 

Last week the Wheeling Bridge Company opened for | 
traffic its back river bridge, connecting Wheeling Island | 
with Martin’s Ferry and the Ohio mainland. . The bridge | 
is a substantial steel structure, with double roadway, | 
built to carry a street railroad and general highway | 
traffic. Baird Brothers, the contractors for the main | 
bridge connecting the City of Wheeling with Wheeling | 
Island, have that bridge, belonging to the same cow- | 
pany, almost completed. ‘The false work was removed | 
from under the channel! span last Saturday. There re- 
mains now on this bridge nothing to do but eps fioor- | 
ing and street railroad tracks and to erect thé viaduct 
which connects it with the island shore. This bridge 
wis built by the Kevstone Bridge Co. It carries a 
double track street railroad and stands 90 ft. above the 
Ohio River. It is compcsed wholly of through trusses. 








RAILROAD LAW—NOTES OF DECISIONS. 
Powers, Liabilities and R¢gulation of Railroads. 


In the Supreme Court of the United States it is held 
that since a state has the right to tax personal property 
within its jurisdiction, even though it isemployed in 
interstate commerce, a state tax on such proportion of 
the whole capital stock of a foreign sleeping-car com- 
pany as the number of miles over which its cars are 
operated within the state bears to the whole number of 
miles over which its cars are operated, is valid and con- 
stitutional, though such cars run into, through and out 
of the state.! 

. In Minnesota the Supreme Court rules that a railroad 
cannot acquire title to Jand through a common law dedi- 
cation of it to public use for railroad purposes.? 

In Michigan by astatute the right to use any other 
than animal power was expressly conferred, to be exer- 
cised under the authority and direction of the municipal 
authorities. The act of 1871, § 1, provided for the opera- 
tion of a tram railroad for the conveyance of persons or 
property, to be operated by horse or other animal power, 
or by steam, or by pneumatic or any other motive 
power, or by any combination of them. The Supreme 
Court rules that these provisions authorized the use of 
electric power, although not discovered until after their 
enactment. * 

In New York it is held by the Supreme Court that 
where the directors of the company which operates a 
railroad cause the carsto be heated in a manner prohib 
ited by the *‘ Car Heating Act,” 1887, they are subject to 
the penalty; it not being the intention to limit the guilt 
for the violation of the statute to the persons or corpo- 
rations operating the railroad. Where the *‘ Car Heating 
Act” has heen violated by the company operating the 
railroad, the officers and directors of such company are 
not liable yy | because they are officers and directors, 
but it must be shown that they personally participated 
in the commission of the offense.‘ 

A Minnesota statute provides that when a plat is made 
out and recorded as required by the statute, every grant 
or donation to the public or to any corporation, marked 
or noted on such plat, shall be sufficient, in law and 
equity, to vest the fee simple of such land ‘“‘as_ therein 
expressed.” etc. Ona town plat was shown a strip of 
Jand not divided into lots, on which were the words, 
* Reserved for right of way, line of S. M.R.R.” The 
Supreme Court rules that the intent to donate to the 
railroad company was not sufficiently shown.° 

In the Federal Court it is held that under the act of 
Congress of 1875 requiring a railroad company, in order 
to secure a right of ra over government land, to file 
with the Secretary of the Interior a copy of its articles 
of incorporation, with proof of its organization, and to 
file with the Register of the Land Oftice a profile of its 
road, the railroad company, and not the contractor who | 
builds the road, is bound to comply therewith ° . 

In the same case it is ruled that the railroad company, 
and not the owner of all its stock and bonds, owns its 
right of way, and the latter cannot maintain an action in 
relation thereto.’ 

In Indiana the Supreme Court rules that where a rail- 
road is consolidated with another its land vests in the 
latter ; and in the Federal Court it is laid down that a 
railroad corporation formed by the consolidation of sev- 
|eral corporations chartered by different states, which 
bears the same name in all the states, and, under one 
management, is operated as an entirety, in the absence 
of statutory provision to the contrary, may transact its 
business in one state for all; and the contracts it enters 
into in one state are binding on it in all, and may be en- 
forced against it in either when the action is trarsitory.*® 

In the Federal Court acontract between the C.,-R. I 
& P. R. Co. and the D. & R. G. R. Co. gave the former 
the right to use the latter’s tracks, depots, etc., on and 
rome J its line ‘between and including Denver” and 
South Pueblo, meaning and intending to include all its 
railroad‘and appurtenant property “between and at the 
points aforesaid.” It stipulated also that the contract 
should be binding on the lessees, assigns, grantees and 
successors of each company during the cortinuance of 
their franchises, and provided that the former company 
could assign its interest in the contract only by sale, lease 
or consolidation of its own property. The court decides 
that'an assignment or conveyance by the C., R &R 





Co. of its interest in the contract by virtue of leases, 
sales, and consolidation of its property, carried with it 
all the rights of said company under the contract. And | 
it is also held that the contract gives the railroad the | 
right to use the depot grounds and property of defend- 
ant in Denver for the handling of its freight and passen- 
ger business, without respect to the road over which it 
may haul its cars.’ 

An Ohio statute provides that railroad property shall 
be subject to taxation in a district in the proportion 
that the mileage of its track therein bears to its whole 
track. The Supreme Court holds where a tax was levied 








upon the property of a railroad company in a taxing dis- 
trict under the “one-mile assessment pike law,” for the 


improvement of a turnpike, that, the rule of equality 
having been observed in making the levy, its payment 
could not be defeated by showing that no direct or 
mae benefit would accrue to the property or owner 
rom the proposed tax.'° 

The Supreme Court of the United States rules that 
the stock that a railroad company owns in an elevator 
company which owns and operates an elevator near the 
terminus of the railroad company, which uses the ele- 
vator for the storage of grain, is not an “‘appurtenance” 
of the railroad, and does not pass under a mortgage of 
such railroad ‘‘and its appurtenances.” '!' 


Carriage of Goods and Injuries to Property. 


In Texas in an action against a railroad company for 
damages for the loss of one of five barrels of whisky 
consigned to a the bill of lading, which was 
signed neither by the consignor nor consignee, provided 
in a foot-note that *‘ claims for loss or damage must be 
presented to the delivering line within 36 hours after 
the arrival of the freight.” The Supreme Court rules 
that this provision would be applicable to freight 
which in fact was never delivered, and that it must be 
regarded as waived by a promise of defendant’s agent, 
made when the four barrels were delivered, that the 
missing barrel should be found and delivered in a few 
days.}2 

In Iowa it is held by the Supreme Court that when in 
another state goods are delivered to a railroad to carry 
to Towa under acoutract limiting liability valid in that 
state but void in Iowa, the contract is valid though the 


| goods are lost or damaged in Iowa.'* 


In Texas the Supreme Court rules that a railroad can- 
not escape liability for failure to feed and wa'er stock 
while in course of shipment, by astipulation in the con- 
tract by which the shipper agrees to feed and water 
them, if the carrier does not show that it offered the 
shipper reasonable facilities for doing so; nor does the 
shipper’s failure to notify the carrier of his wish to feed 
and water affect the carrier’s liability.++ 

In Mississippi a statute mye ageineiny | a 
company confined authority to enter upon lands 
which it should deem it necessary to make its ‘“rail- 
road,” and (section 5.) in case of failure to agree with 
the owner of land as to the price to be paid him, to have 
the damages by reason of making “ said road, ’ assessed; 
and declared that the company should be invested with 
the right’ to “occupy and use such lands for the 

urposes of said railroad.” The Supreme Court holds 
tha the company was not limited to the right to take 
only enough land for a road-bed, but could acquire 
enough for station grounds, side tracks, etc. A single 
exercise of the right of eminent domain, conferred on a 
railroad company by legislative grant, does not exhaust 
the grant, and the right may be exercised a second time 
if the necessity arises.** 

The Supreme Court of Iowa rules that under the code 
providing that no railroad track can be located in the 
streets or public places of a city until after the injury to 
the property abutting thereon has been ascertained and 
compensated for, where a railroad crosses a street at 
such an angle that plaintiff's lot lies opposite to a portion 
of the embankment rendered necessary for the construc- 
tion of the roadbed, though. not opposite to any portion 
of the track itself, the plaintiff is entitled to recover 
damages therefor.'!® 


Injuries to Passengers, Employes and Strangers. 


In Alabama it is held by the Supreme Court that where 
the conductor on a railroad train calls the name of a 
station, and the engineer, before reaching there, though 
without the conductor’s knowledge, stops the train over 
a trestle, to take on water, the company is liable for in- 
juries sustained by a passenger in getting off the train, 
if he was not notified, and the surroundings did not 
show, tbat he was not at the station."’ 

In Kentucky the Court of Appeals decides that for a 
passenger on a rapidly moving train to permit his hand 
to protrude from a window of the car in which he is sit- 
ting is such contributory negligence as to prevent his 
recovering damages for injuries received by its striking 
some object outside.'* 

In Pennsylvania the Supreme Court holds that an ac- 
tual tender of fare, made before a train is stopped, can- 
not be refused by a conductor, no matter who makes the 
tender.1® 

In Indiana it is ruled by the Supreme Court where 
after a passenger on a railroad train has surrendered 
his ticket, the conductor asks him a second time for his 
fare, and, on his assertion that he has already given up 
his ticket and ‘refusal to pay again, stops the train and 
proceeds to eject him, and such passenger then for the 
first time uses profane language, the company cannot, 
by reason of such language, escape liability for wrong- 
fully ejecting him.?° 

In Alabama it is held by the Supreme Court that a 
railroad is not liable for the death of a passsnger right- 
fully ejected when run over by another train after he 
was ejected, though he was intoxicated, where his in- 
toxication was not sufficient to destroy consciousness, 
and the place where he was put off, with which he was 
familiar, was dangerous only to persons unnecessarily 
going on the track.?! 

In Alabama the Supreme Court rules that where it is 
customary for brakemen in the performance of their 
duties to ascend and descend from the tops of cars by 
side-ladders, while the train is in motion, the company 
is bound tc maintain its roadway free from projections 
which endanger them while so doing.?? 

In Alabama the Supreme Court holds that where it is 
the duty of firemen to receive signals ftom switchmen 
coupling and uncoupling cars, and to transmit them to 
the engineer, the railroad company is liable for injuries 
to aswitchman caused by the fireman’s failure to trans- 
mit a signal.2? 

In Alabama it is held by the Supreme Court that a 
rule of a railroad, prohibiting switchmen to go between 
cars to couple or uncouple them, cannot be invoked to 
defeat the action of switchmen for injuries sustained 
when coupling cars while standing on a running-board 
put on the tender of anengine for switchmen to ride 
on.’ 

In Texas it is held by the Supreme Court that a 
United States mail agent, who sustains injury while 
riding in the postal car through the negligence of the 
railroad, is entitled to recover damages therefor, irre- 
spective of any question as to the company’s compensa- 
tion for transportiug him. Where the plaintiff. who was 
a United States mail agent, was riding in the proper 
place in his car, the facu that such car was more danger- 
ous to ride in than other cars in no way affects the mght 
of rg hd 

In New York it is held by the Court of Appeals that 
a clause in a contract between an express company and 
a railroad company that the latter is ‘hereby expressly 
released from and guaranteed against any Habiltty for 
any damage done to the agents of the [express com- 
pany], whether in their employ as messengers or other- 
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wise,” is not such an unequivocal exemption of the rail- 
road company as will baran action against it for the 
death of an express messenger, injured while on the 
10ad by the negligence of its servants. ?° 

In Alabama the Supreme Court decides that in an ac- 
tion for injuries sustained by a passenger while attempt- 
ing to board a moving train, defendant is liable where it 
appears that the train, instead of coming toa full stop at 
the station, as it should have done, merely slacked its 
speed to the rate of about two miles per hour; that while 
the train was moving at such rate the conductor cried 
‘‘All aboard !” whereupon plaintiff attempted to board 
the train; and that, while plaintiff was in such position 
that any sudaen and unexpected acceleration of speed 
involved great peril to him, the conductor, with 
full knowledge of plaintiffs position, caused the train to 
suddenly start forward, whereby plaintiff was injured, 
though plaintiff may have been guilty of contributory 
negligence in attempting to board the moving train.2’ 

In Lllinois the Supreme Court rules that the statute 
requiring a bell or whistle to be sounded at least 80 rods 
from a crossing, and to be kept going until the crossing 
is reached, applies also to trains which start from a 
point less than 80 rods from a crossing.?* 

In Alabama the Supreme Court decides that a person 
familiar with a railroad crossing, and knowing that en- 
gines constantly pass back and forth over the tracks 
there, is guilty of such contributory negligence as to pre- 
clude his recovery when, in attempting to cross without 
looking to the right or left, he is struck by a switch- 
engine that was plainly visible for some distance before 
it reached the crossing: and the facts that the engine 
was moving at an unlawful rate of speed, and that the 
company’s watchman, at whom plaintiff was looking, 
failed to warn him, but sat mattentive to plaintiff or 
the approaching train, do not so neutralize the effect of 
plaintiff's contributory negligence as to make it a ques- 
tion for the jury.?° 

In New York the Court of Appeals (réversing the 
Superior Court) rules that where deceased : waited for 
the passage of a train on one of defendant’s tracks, 
stepped on to an adjoining track, and was run over by a 
train which he could have seen had he stopped to look, 
he was guilty of contributory negligence.*° 

The Court of Appeals of West Virginia holds that the 
code requiring a bell to be rung or a whistle to be blown 
at crossings, is designed to protect those crossing the 
track at such crossings, not for those using the track 
elsewhere for their convenience as a foot-path.*! 

In Utah the Supreme Court holds that a laborer em- 
ployed to load cars at night at defendant’s coal chutes 
and who has been so empioyed for several nights, so that 
he is familiar with the premises, knows the Jocation of 
the chutes and is accustomed to operate the cars, can- 
not recover for injuries occasioned by being caught be- 
tween a chute and a moving car on which he was stand- 
ing, on the ground that the company had failed to pro- 
vide sufficient light, when the lights were sufficient for 
him to sort the coal by and at the time of the accident 
he had his back to the chute, but could have e1sily seen 
it if he had looked.*? 
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MEETINGS AND ANNOUNCEMENTS. 


Dividends. 


Dividends on the capital stocks of railroad companies 
have been declared as follows : 

Boston & Albany, quarterly, $2 per share, payable 
Sept. 30. 

Chicago & Northwestern, quarterly, 134 per cent. on 
preferred stock, payable Sept. 24. . 

Cleveland, Cincinnati, Chicago & St. Louis. quarter- 
ly, 1144 per cent. on the preferred stock, payable Oct. 1. 

Connecticut River, quarter!y, 2 per cent., payable Oct. 
i, 

Keokuk & Western, 1 per cent, payable Oct. 1. 

Lehigh Valley, quarterly, 144 per cent., payably Oct. 


a. 
Monhattan (Elevated), quarterly, 114 per cent., paya- 
ble Oct. 1. 


Stockholders’ Meetings. 


Meetings of the stockholders of railroad companies 
will be held as follows: 


Boston & Albany, annual, Boston, Mass., Sept. 23. 

Chicago, Milwaukee & St. Paul, annual, Milwaukee, 
Wis., Sept. 16. 

Chicago, Detroit & Canada Grand Trunk Junction, 
annual, Detroit, Mich., Sept. 30. 

Connecticut River, annual, Springfield, Mass., Sept. 16. 

Detroit & St. Clair River, special, St. Clair, ich., 
Sept. 15. . 

Fitchburg, annual, Boston, Mass., Sept. 30. 

Louisville & Nashville, annual, Louisville, Ky.,.Oct. 


Michigan Air Line, annual, Detroit, Mich., Sept. 30. 

Minneapolis, St. Paul & Sault Ste. Marie, annual, 
uiensenela, Minn., Sept. 16. 

Montreal & Ottawa, special, Montreal, P. Que., Sept. 


29. 

New Jersey & New York Extension Railroad Com- 
pany, special, 120 Broadway, New York City, Sept. 30, 
to vote upon a proposed increase of capital stock. 


New York, Ontario & Western, annual, 18 Exchange 
Place, New York wan Sept. 30. 

Old Colony, annual, Boston, Mass., Sept. 29. 

St. Paul & Duluth, annual, St. Paul, Minn., Oct. 8. 


Technical Meetings. 


Meetings and conventions of rail associations and 
technical societies will be held as follows: 

The American Association of General Passenger and 
Ticket Agents will hold its next annual convention at 
Old Point Comfort, Va., Sept. 15. 

The American Association of Railroad Clerks will 
bold its second national convention at St. Louis, Mo., 
beginning Sept. 16. 

he International Brotherhood of atiney Contee. 
tors will hold its third annual convention at uisville, 
Ky., Sept. 21. 

he New England Railroad Club meets at its rooms in 
the United States Hotel, Beach street, Boston, on the 
second Wednesday of each month, except June, July 
and August. 

The Western Railway Club holds regular meetings on 
the third Tuesday in each month, aan June, July and 
August, at the rooms of the Central Traffic Associa- 
tion in the Rookery Building, Chicago, at 2 p. m. 

The New York Railroad Ciub will hold its next meet- 
ing at its rooms, in the Gilsey House, New York City, at 
2 R: m., on the third Thursday in September. 

he Southern Railway Club holds regular meetin 
on the third Thursday of the months of January, Feb- 
ruary, March, May, September and November at such 
points as are selected at each meeting. 

The Central Kaiiway Club meets at the Hotel lro- 
quois, Buffalo, the fourth Wednesday of January, 
March, May, Septemberand November. 

The Northwest Railroad Ciub meets on the first Satur- 
day of each month, except June, July and August, in 
the St. Paul Union Station, at 7:30 p. m. 

The Northwestern Track and Bridye Association meets 
on the Friday following the second Wednesday of 
each month at 7:30 p. m. in the directors’ room of the 
St. Paul Union Station, except in the months of July 
and August. 

- The American Society of Civil Ev giners holds its regular 
yey onthe first and third Wednesday in each month, 
at the House of the Society, 127 East Twenty-third street 
New York 

‘the Boston Society of Civil Engineers holds its regular 
meetings at the American House, Boston, at 7:30 p. m., 
on the third Wednesday in each month. 

The Western Socwty of Enuineers holds its regular meet- 
ings at 78 La Salle street, Chicago, at 8p. m, on the 
first Wednesday in each month. 

The Engineers’ Club of 8S’. Louis holds regular meetings 
in the club’s room, Laclede Building, corner Fourth and 
Olive streets, St. Louis, on the first and third Wednes- 
days in each month. 

The Angineers’ Club of Philadelphia holds regular meet- 
ings at the House of the Club, 1.122 Girard street, Phila- 
delphia, on the first and third Saturday of each month, 
excepting in January, when the annual meetinz is held 
on the secona Saturday of the month. The second Janu- 
ary meeting is held on the third Saturday. The club 
stands adjourned during the months of July, August 
and September. 

The Engineers’ Society of Western Pennsi/rania hold 
regular meetings on the third Tuesday m each inonth, as 
1:30 p. m., at its roomsin the Thaw Mansion, Fifth street, 
Pittsburgh, Pa. 

The EHuymeers’ Club of Cincinnati holds its regular 
meetings at 8 p. m. on the third Thursday of each month 
in the rooms of the Literary Clib, No. 24 West Fourth 
street, Cincinnati. 

The Civil Anyineers’ Club of Cleveland holds regular 
meetings on the second Tuesday of each month, at 8 
p. m., in the Case Library Building, Cleveland. Semi- 
—_e meetings are held on the fourth Tuesday of the 
month. 

The Enaineers’ Club of Kaunsus City meets in Room 
200, Baird Building, Kansas City, Mo., on the second 
Monday in each month. 

The Engineeriny Association of the South holds its 
monthly meetings on the second Thursdays at 8 p. m 
The Association headquarters are at Nos. 63 and 64 
Baxter Court. Nashville, Tenn. 

The Denver Society of Civil Engineers and Architects 
h J-is regular meetings at 36 Jacobson Block, Denver, 
ou tic second and fourth Tuesday of each month, at 8 
o'clock p. m., except during June, July and August, 
when they are held on the second Tuesday only. 

The Civil Angineers’ Society of St. Paul meets at St. 
Paul, Minn., on the first Monday in each month. 

The Montana Society of Civil Engineers meets at 
Helena, Mont., at 7:30 p. m.,on the third Saturday in 
each month. 

The Civil Engineers’ Association of Kansas hold reg- 
ular meetings at Wichita on the second Wednesday of 
each month at 7:30 p. m. 

The American Society of Swedish Engineers holds 
meetings at the club house, 250 Union street, Brooklyn. 
N. Y., and at 347 North Ninth street, Philadelphia, cn 
the first Saturday of erch month. 

The Engineers’ Club of Minneapolis meets the first 
Thursday of each month in the Public Library Building, 
Minneapolis, Minn. 

The Canadian Society of Civil Engineers holds regu- 
lar meetings at iss rooms, 112 Mansfield street, Mon- 
treal, P. Que., every alternate Thursday except during 
the months of June, July, August and September. 

The Association of Civil Engineers’ of Dallas meets 
at 803 Commerce street, Dallas, ‘lex., on the first Friday 
of each month at 4 o’clock p. m. 

The Montana Society of Civil Engineers meets at Hel 
ena, ee. at 7:30 p. m., on the third Saturday in eacu 
month. 

The Civil Engineers’ Association of Kansas holds regu. 
lar meetings at Wichita on the second Wednesday of 
each month, at 7:30 p. 

The American Society of Swedish Engineers holds meet- 

n at the club house, 250 Union street, Brooklyn, 
ny ., and at 347 North Ninth street, Philadelphia, on the 
first Saturday of each month. 

The Engineers’ Ciut of Minneapolis meets the first 
Taursday of each month in the Public Library Building, 
Minneapolis. Minn. , 

The Conadian Society of Civil Engineers holds regu- 
larmeetings at its rooms, 112 Mansfield street, Mon- 
treal, P. Que., every alternate Thursday except during 
the months of June, July, August and September. 

The Technical Society of the Pacific Coast holds reg- 
war meetings at its rooms in the Academy of Sciences 
Building, 819 Market street, San Francisco, Cal., at’ 8 
p. m, on the first Friday of each month. 


Master Car Builders’ Association. 
At the meeting of the executive committee of the M. 








C. B. Association this week at Buffalo, some important 
business was transacted. Among other matters the 


‘has been appoin 


new coupler gauge was decided upon and the form pro- 
by the secretary was accepted. The secretary was 
instructed to have the gauges built by the Pratt & 
Whitney Co., Hartford, Conn., as soon as possible. The 
wings of the gauges and full instructions for using 
them will be issued next week. The subjects for next 
year were selected and committees appointed. A 
memorial was prepared to be presented to the relatives 
of the late Leander Geary. e results of the letter 
ballot are to be sent to members this week. 


The New York Railroad Club. 

The first regular meeting of this club, after the sum- 
mer vacation, will be hel! at the Club Rooms, Gilsey 
House, Thursday afternoon, Sept. 17, at 2 o’clock. Proba- 
bly there will be no papers presented, but the Executive 
Committee hopes that members will come prepared to 
resent topics for discussion at future meetings and to 
‘ake some measures to indicate the subjects that they 
would like to have taken up during the winter season. 


The Western Railway Club. 


The first meeting of the season of 1891-92 will be held 
on Tuesday, Sept. 15, at 2 p.m., in the rooms, 850-54 
Rookery Building, Chicago. 

Officers for the ensuing year will then be elected, and 
the topic of air as pe will be introduced by Mr. 
G. W. Rhodes, of the C., B. & Q., under the title of 

‘* Air Brake Practice; a brief talk on the proposed 
M. C. B. Rules.” 

All interested are cordially invited to attend. 








FERSONAL. 


—Mr. C. Buetgenbach has resigned as Southern Pas- 
senger Agent of the Chesapeake & Ohio, and will retire 
from that position Oct. 1. 


—Mr. Albert Griggs, Sn of Motive Power 
of the New York & New England, with headquarters at 
Norwood, Mass., has resigned. 





—Mr. Frark Livingstone, formerly connected with 
the Long Island Water Supply Co, has been appointed 
Master Mechanic of the New York & Brooklyn Bridge, 
vice Edward Crane, resigned. 


—Mr. Geo. H. Davis, wo has been Traveling Live 
Stock Agent for the Hannibal & St. Joseph, has been 
appointed General Live Stock Agent of the Burlington 
system. with headquarters at Kansas City, Mo. 


—Mr. J. C. Shaw, for the last 15 years connected with 
the passenger department of the Central of Georgia, will 
retire from the company’s employ Oct. 1. and his office 
as travelling Passenger Agent, will be abolished. 


—Mr. ©. F. Kerchner has resigned as Superintendent 
and G neral Freight aud Passenger Agent of the Balti- 
more & Lehigh, and accepted the position of General 
Sales Agent of the Monongahela Coal and Coke Com- 
pany, with headquarters at Monongahela, W. Va. 


—Mr. R. J. Gross, of Dunkirk, N. Y., connected with 
the Brooks Locomotive Works, has been appointed 
agent to represent the locomotive department of the 
World's Fairin Europe and induce foreign makers to 
exhibit. Mr. Gross sailed on the “City of Rome” last 
S.turday. 


—Mr. A. C. Bassett, who resigned as Manager of the 
Coast Division of the Southern Pacific last June, that 
division having been merged with other lines of the 
company, has been presented by his friends on the road 
with a solid silver tea and coffee service. Mr. Bassett 
held this position about 15 years. 


—Mr. C. N. Chevalier, late Division Superintendent on 
the New York & New England, has n appointed 
General Superintendent of the Government Railroads in 
Nicaragua, with — a at Managua. These lines 
aggregate 91 miles of railroad, and there is a steamer 
i 30 miles connecting the two portions of the rail- 
road, 


—Mr. Edward McIntyre, Comptroller of the Central 
of Georgia, with headquarters at Savannah, Ga., has re- 
signed that position. r. McIntyre has been with the 
road for 33 years. After serving some time as a clerk 
he was made Auditor under the reorganization in 1865, 
He subsequently became bookkeeper and then Treas- 
urer, and about five we ago he was elected to the 
present position. H.C. Ansley, of Birmingham, is tem- 
porarily filling the office of Comptroller. 








ELECTIONS AND APPOINTMENTS. 


Austin & Northwestern.—At a recent meeting of the 
stockholders. at Austin, Tex., all of the officers and most 
of the old directors resigned, and the following were 
elected in their places: Charles Dillingham, Houston, 
Tex., President; A. N. Leitnaker, Austin, Vice-Presi- 
dent; Edward B. Dillingham, Secretary and Treasurer ; 
J.J. Atchisow, C. P. Huntington and J. E. Gates, of 
New York, and C. C. Gibbs and E, N. Cave, of Houston. 


Baltimore & Lehigh.—W. R. Crumpton, formerly 
General Manager of the Bellaire, Zanesville & Cincin- 
nati, has been appointed General ry of the Balti- 
more & Lehigh, with headquarters at Baltimore, Md. 


Baltimore & Ohio.—P. Hayden, formerly of Pitts- 
burgh, has been appointed Master Mechanic of the com- 
pany’'s shops at Piedmont, W. Va., which have just been 
put into operation after an idleness of about a — 

C. F. Wood has been appointed Travelin assenger 
Agent, with headquarters at Cleveland, O. He will re- 
port to L. S. Allen, Assistant General Passenger Agent, 
at Chicago, Ill. 


Bellaire, Zanesville & Cincinnati.—James K. Geddes 
has been appointed General Manager, in addition to his 
duties as Chief Engineer, vice W. R. Crumpton, resigned 
to accept service with the Baltimore & Lehigh. 


Brogklyn & Brighton Beach.—The following director® 
were #e-elected at the Annual Meeting held Sept. 8 
William Marshall, Aaron S. Robbins, Uriel A. Murdock, 
Ge a) ye Abraham B. Bayliss, James Jourdan 
and Edward L. Langford. 


Canadian Pacific.—R. Tweedle, a section foreman, 
» d Roadmaster of the Edmonton 
ranch 


Chicago, Burlington & Northern.—J. C. Peasley has 
been appointed Treasurer, vice J. Murray Forbes, who 
continues President. N. B. re yo ere 
has been appointed Auditor and Assistant Treasurer; 
C. H. Boardman has been appointed Traveling Passen- 





r Agent, with headquarters at Nashville, Tenn., vice 
€. ¥. Ludlum, deceased. : , 








i) 


a EIS ee ee ee 


en ee 





B42 THE RAILROAD GAZETTE. 


(Sept, 11, 18%; 








Chicago & Erie.—T. A. Lawes has been appointed 
Master Mechanic, with headquarters at Huntington, 
Ind., vice R. F. Kredell, resigned. 


Chicago, St. Paul & Kansas City.--The following 
directors were chosen at the annual meeting held at 
Dubuque, Ia., Sept. 3: William L. Boyle, C. W. Benson, 
William Dawson, Ansel Oppenheim, A. B. Stickney, S.C. 
Stickney, John M. Egan, Arnold Kalman, A. N. Drake, 
David Rankin, A. Slimmer, M. Auerbach, John L. Pratt, 
J. W. Lusk and F. D. Stout. The only change in the 
board was the election of Arnold Kalman, M. Auerbach 
and J. W. Lusk,to succeed Frank BK. Clark, A. Craw- 
ford and I. L. Elwood. 

J. A. Keller, formerly Train Master at Kansas City, Mo., 
has been appointed Division Superintendent in charge 
of the Kansas City division between St. Joseph and 
Kansas City. 


Cincinnati, Portsmouth & Virginia.—M. C. F. Mus- 
selman, general foreman of shops, has been appointed 
Master Mechanic, vice J. C. Homer, resigned. 


Cleveland, Cincinnati, Chicago & St. Louis.—James 
Ritchie. formerly Principal Assistant Engineer of the 
Cleveland & Mahoning Valley. and later General Super- 
intendeni of the McKeesport & Belle Vernon, has been 
appointed Principal Assistant Engineer of this com 
pany. 


Denver & Rio Grande.—The resignations of President 
D. H. Moffat and General Manager S. T. Smith were 
accepted at a meeting of the Board of Directors held in 
New York City, Sept. 5. 


Erie & Huron.—-The principal office of the com any 
=~ on Oct. 1, be removed from Sarina to Chatham, 
nt. 


Farmville & Powhatan.—R. T. Wilson has been ap- 
pointed General Freight and Passenger Agent in addi- 
tion to his duties as Auditor of the company. 


Flint & Pere Marquette.—L. H. Plues having resigued 
as General Baggage Agent, that office has been abolished 
and the duties pertaining to the same transferred to the 
‘Traftic Manager. 


Florida Midland.—A. F. Odlin has been appointed 
General Counsel, with office at Orlando, Fla. 


Harrisburg, Lancaster, Mount Joy & Portsmouth.— 
The annual meeting of the company was held in Phila- 
delphia, Pa., Sept. 4, and the following directors elected: 
Edmund Smith, George &. Reberts, James Young, N. 
Parker Shortridge, Lewis Elkin, A. J. Cassatt, John P. 
Green, Enoch Lewis and Thomas Williams, Jr. 


International & Great Northern.—Judge McCord, of 
the United States District Court, at Tyler, Tex., has de- 
cided to continue the receivership of the road, with 'T. 
M. Campbell as sole Receiver, T. R. Bonner, co-Receiver, 
having died. Mr. Campbell's office is at Palestine. Tex. 


Towa Central.—The annual meeting of the company 
was held in Chicago, Ill., Sept. 5,.when the following 
Directors were elected: Russell Sage, H. J. Morse, G. E. 
‘Taintor, E, E. Chase, C.. H.. Ackert, George R,. Morse, 
Dunlap Smith, Russell Sage, Jr., and Rufus H, Sage. 
Russell Sage was re-elected President, aud George R. 
Morse, Secretary and Treasurer. Edward E. Chase was 
elected Vice-President. 


Jacksonville Southeastern Line.—The office of W. C. 
Alvord, General Freight Agent, has been transferred 
from Peoria, LIl., to Jacksonville, Ll. 


Louisville & Nashville.—H. P. ep 4 has been ap- 
ointed Traveling Freight Agent, with headquarters at 
Kansas City, Mo., vice GV. W. French, transferred. 


Louisville, New Albany & Chicago.—Geo. K. Lowell 
has been appointed Assistant Superintendent, with 
headquarters at Lafayette, Ind. 


Macon, Dublin & Savannah.—The officers of this 
road are: President, D. M. Hughes; Vice President, H. 
S. Morse ; General Manager, James T. Wright; General 
Superintendent, J. B. Maxon, ard Auditor, E. W. Dau- 
tell. The general offices of the company are at Macon, 
Ga. 

Minneapolis & St. Louis.—J. L. Blake has been ap- 
pointed Travelling Freight Agent, with headquarters at 
Minneapolis, Minn., vice C. L. Wales, deceased. 


Missouri Pacific.—W. J. Hill has been appointed As- 
sistant Master Mechanic of the lines in Bases and 
Colorado, with headquarters at Osawatomie, Kan., vice 
H. M. Smith, who resigned to accept service with an- 
other company. 

Newport News & Mississi pp Valley.—The headquar- 
ters of H. G. Wills, General Baggage Agent, have been 
transferred to Memphis, Tenn., from New Orleans, La. 


New York & Brooklyn Bridge.—¥Frank Livingstone 
has been appointed Master Mechanic to succeed Edward 
Crane, resigned; office at Brooklyn, N. Y 


Ohio Valley.—W. E Morse has been appointed Assis- 
tant Superintendent, with headquarters at Paducah, 
Ky. W. Greenfield bas been appointed Car Accountant, 
with headquarters at Louisville, Ky. 


Paducah, Tennessee & Alabama.—The officers of this 
road are: General Superintendent, W. E. Dauchy; Acting 
General rhe, ag and Passenger Agent, A. J. Welsh; and 
Auditor, A. R. Myers. The general offices are at Pa- 
ducah, Ky. This road isin operation from Paducah to 
Paris, 65 miles, and an extension is being built from the 
latter place south to Hollow Rock, Tenn., 24 miles. 


Rio Grande Western.—W. H. Snedaker has been ap- 
pointed General Agent of the freight and passenger de- 
sae so with office at No. 14 Montgomery street, San 

‘rancisco, vice C. H. Clarke, resignea. 


Roanoke & Southern.—The following Board of Di- 
rectors waselected at the annual meeting of the com- 
peas in Roanoke, Va., Sept. 8: R. A. Buckner, S. W. 

ameson, E. H Stewart, J.T. Engleby, Roanoke; P. P. 
Watson, John T. Coen, J. H. Mathews, Martinsville; 
F. J. Stone, Stonevilie, N. C.; J. W. Alspaugh, J. W. 
Fries, J. E. Gilmer, J. A. Gray, C, H. Fogle, Winston- 
Salem, N. C,, and R. C. Hoffman and George C. Jenkins, 
of Baltimore,Md. The Directors elected the following 
officers: J. W. Iries, to succeed H. S. Trout, of Roanoke, 
as President; H. S. Trout, First Vice-President; Gen. 
John Gill, of Baltimore, Second Vicce-President; J. H. 
Spencer, Martinsville, Third Vice-President; Secretary, 
R. L. Hautz. G. W.- Maslin, former Superintendent, 

romoted toGeneral Manager; Treasurer, R. D, Lang- 
ord, Major 0. Onderdonk was re-elected Chief Engi 
eeer. Executive Committee: J. W. Fries, Salem, N. C., 
ae Gilmer, P. P. Watson, E. H. Stewart and F. 

ne, 





Rome \Georgia).—The. officers of this road now are: 
President, W. W. Brookes; Superintendent and General 
Freight and Passenger Agent, W. F. Ayer; Auditor, O. 
R. Bilbro; and Treasurer, J. H. Rhodes. The general 
offices are at Rome. 


St. Louis & Hannibal.—_W. W. Driggs has been ap- 
pointed Auditor of the company, in addition to his posi- 
tion of General Freight and Ticket Agent, vice F. C. 
Cake, resigned. 


St. Louis Southwestern.—Thomas Inglis has been ap- 
pointed Master Mechanic of the St. Louis Southwestern, 
of Texas, and Tyler Southwestern roads, with head- 
quarters at Tyler, Tex., vice R. M. Galbraith. 


Tamaroa & Mount Vernon.—The incorporators and 
first board of directors of this Illinois road are: H. Clay 
Horner, John C. Gerlash, Charles E. Kingsbury and 
James J. Morrison, all of Chester, III. 


Terminal Railroad Association of St. Louis.—H. M. 
Smith, who recently resigned as Assistant Master Me- 
chanic of the Missouri Pacific lines in Kansas, has been 
appointed Master Mechanic of this road. This company 
operates the St. Louis Bridge & Tunnel Railroad. 


Texas & Pacific.—W .L. Bass has been appointed Gen- 
eral Baggage Avent, to succeed W. J. Taylor, who was 
recently appointed General Live Stock Agent. B. G. 
Saunders has been appointed Contracting Agent, with 
office in New York City, to succeed F. E. Brown. 


Toledo, St. Louis & Kansas City.—The annual meet- 
ing of stockholders was held in Toledo, O., Sept. 9, and 
the election of the following board of directors was the 
result: S. R. Callaway and Clarence Brown, Toledo; 
Franklin J. Sawyer, Buffalo; C. F. Tag, Hoboken, N. J., 
and Robert Harris, F. L. Russ, J. S. Stout, Randolph F. 
Purdy, William fF. Fay, W. Howard Gilder, Robert G. 
Ingersoll, Sylvester H. Kneeland and James M. Quigley, 
New York. The only change in the board was the elec- 
tion of S. H. Kneeland, R. F. Purdy, W. F. Fay and F. 
J. Sawyer to succeed H. O. Armour, John C. Havemeyer, 
Henry A. Neal and William Patton. 


Union Pacific.—Robert W. Baxter has been appointed 
Superintendent of the Wyomiag division, with head- 
quarters at Cheyenne, to succeed C. E. Wurtele. Mr. 

axter has previously held this same position. 


Wabash.—The stockholders held their annual meeting 
in St. Louis, Mo., Sept. 8, and the present Board of Di- 
rectors was Boe stron as follows: O. D. Ashley, Edgar 
T. Welles, Cyrus J. Lawrence, Sidney Dillon, George J. 
Gould, Jobn T. Terry, Thomas H. Hubbard, Russell Sage 
of New York; Charles M, Hays and James F. How, St. 
Louis; Henry K. McHarg, Stamford, Conn.; S.C. Rey- 
nolds, Toledo, Ohio, and James F. Joy, Detroit, Mich. 


Wagner Palace Car Co.—The following District 
Superintendents have been appointed: T. C. Clarke, at 
New York, to succeed C. R. Wager; A. J. Grant, at Chi- 
cag, Lll., vice L. W. Devenpeck; J. H. McBride, at St. 
Louis, Mo., vice W. B. Harner. 


Zuni Mountain.—The incorporators of this New 
Mexico road are: J. E. Saint, W. M. Weaver and N. B. 
Field, of Albuquerque, N. M., and A. W. Mitchell and 
W. W. Mitchell, of Cadillac, Mich. The headquarters of 
the company will be at Albuquerque. 








RAILROAD CONSTRUCTION, 
Incorporations, Surveys, etc. 





Austin & Northwestern.—The company is changing 
the road, which extends from Austin to Marble Falls, 
Tex., 76 miles, to standard gauge, and expects to have 
the work for the entire distance completed by Oct. 1. 


Bishopville.—The road will apply to the South Caro- 
lina Legislature at its next session for authority to ex- 
tend the line in a general northerly or northwesterly 
direction as far as the North Carolina state line ; also to 
build an extension from Atkins in a south or southeast- 
erly direction to some point on the Central Railroad of 
South Carolina. 


Burlington & Missouri River.—The citizens of 
Spearfish, S. D., have subscribed a fund of $40,000 to aid 
in the construction of a line from Deadwood, northwest 
by way of Speartish to Minnesela, about 22 miles, re- 
cently surveyed by this company. 


Calgary & Edmonton.—Grading on the line from 
Calgary south to Fort McLeod, N. W. T., has reached 
— River, and track has been laid for a distance of 20 
miles. 


Camden, Watertown & Northern.—The surveys for 
this road, which is practically a continuation of the El- 
mira, Cortland & Northern, have been completed. The 
line is to extend from Camden, N. Y., on the Elmira, 
Cort:and & Northern, by way of Brownville, to Water 
town, passing through West Camden, Williamstown, 
Sand Bank, Pulaski, Sandy Creek, Mannsville, Pierre- 

ont Manor, Bellville, Smitbfield, Dexter and Round 

ook, a distance of 65 miles. A branch is also projected 
from Bellville north to Henderson Harbor, five miles; 
and this will be ultimately extended from Brownville to 
Ciayton. The work is generally light; there will be one 
bridge between 500 and 600 teet long across the Salmon 
River two miles east of Pulaski; also a bridge across the 
Black River with a span of 200 feet. The road, when 
built, will extend along west of the Rome, Watertown 
& Ogdensburg road from Rome to Watertown, and across 
the Oswego branch of the same road between Pulaski 
and Rutland. The representatives of the company say 
that contracts will soon be let and work begun within 
two months. 


Cerro Blanco.—This road, which is being built by a 
mining company of Sonora, Mex., is nearing completion. 
It is to connect the station of Cerro Blanco, on the Sonora 
railroad, which is a part of the Atchison, Topeka & Santa 


Fe system, with the mines of the same name, located 17: 


miles from the station in the heart of the Sierru Madre. 
The new road is of 24-in. gauge and the permanent way 
is well constructed, The ascent is about 2,500 ft. in 12 
miles, and this altitude is attained by a series of curves, 
some of which are of 45 degree, and on grades of 6 per 
eent. More than three-fourths of this work is now com- 
pleted and the tracklaying will be resumed as soon asa 
ttinnel 600 ft. long is tinished. At the mines the company 
is getting its mill ready to commence work as soon as 
the road is completed. Connected with this mill will be 
a steam stamp, which is expected to crush about 100 tons 
of ore per day. 


Charleston & Savannah.—This company is building 
an extension of the Ashley River Railroad along the 





Ashley River water front at Charleston, S. C., to reach 
the pbosphate manufactories in the vicinity. 


Chattanooga & Gulf.—This road was originally or. 
ganized as the Crawfish Springs & Round Mountain, 
and later changed to Chattanooga & Durham. The 
charter of the latter was recently amended, and now 
bears the name'of the Chattanooga & Gulf. Construction 
is now in progress from Chickamauga, Ga., to Round 
Mountain, an elevation of Lookout Mountain, 17% miles, 
where the Crawfish Springs Land Co., which is building 
the road, owns coal mines. J. C. Henderson, of Chat- 
tanooga, Tenn., is General Manager. 


Chesapeake & Ohio.—The first passenger train on the 
Warm Springs branch from Covington north to Warm 
Springs, Va., 25 miles, wasrun Aug. 29. Work of laying 
track was commenced last May. On the Newcastle & 
Bessemer branch, just opened, there is one passenger 
train running each way daily. 


Chicago & Northwestern.—Officers of the road deny 
the report that a road is being built by the company 
from Chester northwest to Waupun, Wis. 


Chicago & West Michigan.—J. H. McLane & Co., the 
contractors on the Chicago & North Michigan, have laid 
10 miles of track from Traverse City, Mich., the southern 
terminus, and grading is in progress on the remainder. 
The line is to extend from Traverse City, the nortbeastern 
terminus of the Traverse City division of the Grand 
Rapids & Indiana, northeast via W.lliamsburgh, Bel- 
laire, Central Lake and Charlevoix to a connection with 
the Grand Rapids & Indiana at ee Mich., 81 miles, 
with a branch from Williamsburgh to ik Rapids, nine 
miles. The maximum grade is one per cent. and the 
maximum curvature four degrees. The principal busi- 
ness of the road will be in lumber and manufactures and 
the sammer passenger travel. It is expected to have the 
road open for traffic by July 1, next year. 


Cincinnati, Union City & Chicago.—Surveys have 
been commenced on this road, which is projected to ex- 
tend from Union City, Ind., northeast by way of Port- 
land and Bluffton to Huntington, Ind., a distance of 
about 70 miles, passing through the counties of Jay, 
Wells and Huntington. 


Columbia River & Astoria.—The work of locating 
this proposed road is now ip progress. The route is 
from Astoria, Or., eastward along the south bank of the 
Columbia River about 60 miles to Gobles, where the 
Northern Pacific transfers trains across the Columbia 
River. The work will not be very heavy. Maximum 
grades will not exceed from 10 to 15 ft. per mile, and the 
maximum curvature will be about six degrees. Several 
wooden draw bridges, some pile trestling and a few 
short tunnels will be required. 


Dakota, Wyoming & Missouri River.—C. D. Crouch, 
of Rapid City, S. D., has received the contract for con- 
structing che first 30 miles of this road, and not 100 miles 
as stated in our last issue. The road is to extend from 
Rapid City,S. D., west by north through Pactora and 
Silver City, to a connection with the Burlington & Mis- 
souri River at Mystic; and from thence to coal fields in 
.Wyoming, about 45 miies. The maximum grade is 90 ft. 
per mile. Rapid City bas given $100,000 as a bonus 
toward the construction of the 30 miles William T. 
Coad, of Rapid City, is President, and F. S. D. Broughton 
is Chief Engineer. 


Eastern Oregon.—The preliminary survey for this 
road, which was incorporated a year ago to build a road 
from Heppner, Or., to the coal mines at the head of 
Butte Creek, a distance of 26 miles, and from thence to 
Sumpter, Or., has been completed. 


East Tennessee, Virginia & Georgia —The survey- 
ors of the company are locating a branch line from a 
point about four miles north of Anniston, Ala., to Can- 
tey’s Anniston Lime Works. The branch will be four 
a he Jeaving ihe main line where it crosses Cane 
reek, 


Everett, Granite Falls & Eastern.—Articles of in- 
corporation have been filed with the Auditor of Stevens 
County, Wash., to construct a railroad from a point at 
or near Port Gardner Bay to the city of Colville, Wash., 
and to construct such branch railroads as may hereafter 
be determined upon; to build, own or lease steamships 
and steamboats for service on the Snohomish River, 
Puget Sound and the Pacific or Atlantic Oceans; and to 
build, own and operate docks and warehouses. The 
capital stock is $10,000, divided into shares of $1,000 
each, A. A. Ailen, J. J. Folstad and F. M. Headlee are 
the incorporators. The principal office of the company 
will be located at Everett, Wash. 


Flint & Pere Marquette.—A contract has just been 
awarded to M. Lally, of Detroit, Mich., for grading eight 
miles of road leaving the Harrison branch to one mile 
north of Budd Lake, Clare County, and extending to the 
mills of Neff and Prestel and Wilson Bros. 


Glen Hazel & Shawmut,—The contract for gradin& 
five miles of this railroad, near Kettners, Pa., including 
an overhead crossing of the Clarion River and Pennsy!l- 
vania Railroad, has been let. Construction is well under 
way and the contract for the balance of the work, 25 
miles, is likely to be let within two or three weeks. The 
overhead crossing is the only important bridge or trestle 
work on the line. 


Great Northern.—-The company has filed notice with 
the Secretary of State at St. Paul, Minn., stating that it 
will construct a line from or near Wylie Station, Minn., 
on the St. Hilaire branch, in a southeasterly direction, 
by way of Red Lake Falls, toa point on the Fosston 
branch at or near Dugdale, a distance of about 25 miles. 
This line will be parallel with that of the Northern 
Pacific. 

Halifax & Indian River.—This company has been 
organized in Florida by Robbins & Graham and others, 
of Titusville, Fla., with a capital of $500,000, to construct 
a railroad from Daytona on the Halifax Riverin a south- 
easterly direction to Titusville on the Indian River, a 
distance of 50 miles. 


Houston, Central Arkansas & Northern.—The con 
tractors on the southern division, Henry Forrest & Co., 
of St. Louis, Mo., expect to resume tracklaying about 
Oct. 20 from Columbia toa connection with the Houston 
& Texas Central at Alexandria, La., 60 miles. T'wo and 
a half miles of track have been laid since Jan. 1 of this 
year, and they eypect to bave the road for the entire dis- 
tance completed about Dec, 31. 


Los Angeles Terminal.—The grading has all been 
completed on the section from Los Angeles, Cal., to San 
Pedro, 2U miles, and track has been laid for a distance of 
six miles. The company now runs its Pasadena trains 
one mile further into the city of Los Angeles, 
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Mex'‘can Southern.—The section o: this roid from 
Santa Cruz to Tecomavaca, refirrel to last week, has 
been approved by the Mexican Cove nment and opened 
for traffic. 


Middle Geergia & Atlantic.—The“preliminary sur- 
veys for the Savannah extension of this road from Savan- 
nah northwest toward Machen and Covington, has 
reached Statesborough, Bullock County, Ga., a distance 
of 40 miles from Savannah, and the survey for the per- 
manent location will shortly begin. 


Midland & East Tennessee.—Dispatches from Nash- 
ville, Tenn., state that the work of completing the re- 
maining two miles of this road, which is to make a rail 
connection between Hartsvillie and Gallatin, is well 
under way, and will be completed within sixty days. 


Minneapolis, St. Paul & Sanit Ste. Marie.—The 
company has graded a new line from its terminus at 
Hankinson northwest to Valley City, N. Dak,, a distance 
of about 90 miles. The tracklayers have passed the first 
crossing of the Cheyenne River, 40 miles above Hankin- 
son. It is reported that 150 miles of grading north from 
Valley Cit: has been let, and that this part of the line 
will be completed before the ground freezes. 

All the track has been laid on the extension from 
Boynton to Bismarck, N. Dak., a dis'ance of 10 miles. 


Montana Centra!.—The branch from Monarch to Bar- 


ker, Mont., 1044 miles, has been completed and trains 


are now running. 


Mt, Vernon & Tamaroa.—This company has been 
organized in Illinois, with a — stock of $500,000, to 
build a railroad from Tomaroa, Perry County, the east- 
erp terminus of the Wabash. Chester & Western, north 
east toa connection with the Louisville, Evansville & 
St. Louis at Mt. Vernon, a distance of 20 miles. If the 
right of way can be secured soon enough the work of 
grading will commence Oct. 15. 


New Roads.—The contract for the construction of a 
road projected to extend from Mann’s Choice, on the Bed- 
ford division of the Pennsylvania, northeast to Brook’s 
Mills, in Blair County, on the Altoona division of the same 
road, a distance of about 28 miles, has been let to Col. 
Hobart, of Vermont. While pean rietors of the road 
are private individuals, it is said that the control is 
really held in the interest of the Pennsylvania road. 

The road which is being built by the Itasca Lumber 
Co. from Grand Rapids, Minn., north, has been 
completed as far as Campton, Minn., about 20 miles, 
The road will probably be extended further north next 
season. 

T. C. Hampton, of Atlanta, Ga., represents a company 
which proposes to construct a road from Cumming, Ga., 
south toa point on the Richmond & Danville near Du- 
luth, Gwinnett County, a distance of about 17 miles, and 
the citizens of the former place are trying to raise a 
fund of $20,000, of which one-half is already subscribed. 

John Ferguson, of Greenville, S. C., and others are 
agitating the project to build a railroad from Easleys, | 
on the Richmond & Danville, northwest to Pickens C. 
H., a distance of about eight miles. 


road, from Martinsville north to Roanoke, Va., a dis- 
tance of 60 miles, will be completed by Dec. 1. 


Seaboard & Argusta.—This road has been chartered 
in Georgia to build a railroad from Augusta to some 

oint on the Florida state line, near Tallahassee or 

ampico, Fla. The incorporators are: T. C. Hogue. Jesse 
Thompson, F. B. Pope, C. E. Smith, and G. E. Lyndon. 


Seattle & Tacoma Air Line.—Preliminary surveys 
for this road, which is projected to extend from Tacoma 
| north to Seattle, Wash., have been completed. The route 
lies along the divide between the Dwamish and White 
River Valleys. The line is several miles shorter than 
that of the Northern Pacific between these cities. 


| Southern Pacific.—The Oregon & California, which is 
the corporate name of the company owning the principal 
Southern Pacific lines in Oregon, has filed with the state 


authorities at Salem papers describing numerous lines | 


over which it is intended to build new s, and also 
containing a clause stating that the object of the com- 
any is to purchase the Oregonian and the Portlaid & 
illamette Valley roads. As these roads are already 
controlled by Southern Pacific interests the proposed 
purchase is doubtless a mere formality; but the docu- 
ment filed seems, from the press dispatches, to be in- 
| tended also to claim authority to build extensions of the 
| lines southward, as will be seen by the following extract: 
| “From Portland along the Willamette River by wa 
| of Silverton, Coberg and Springfield and the middle for 
| of the Willamette River to the boundary line between 
Oregon and California, and also from Portland south 
along the west side of the Willawnette River to Airlie, 
Polk County, and thence to the southern boundary of 
Oregon. Branches will be run as follows: From Silver- 
ton to Woodburn, from a suitable point on Howell's 
Prairie, between Silverton and Macteay, to the Waldo 





GENERAL RAILROAD NEWS. 


Astoria & South Conast.—This road, extending from 
Smith’s Point below Astoria, to Clatsop Beach, Or., a 
distance of 17 miles, has been purchased by the Southern 
Pacific. The sale was made to R. Koehler and J.C. 
Stubbs, who acted as agents for the company, for $54,000, 
$50,000 cash and the assumption of $4.000 indebtedness. 
About Jan. 1 last this road was sold to D. P. Thompson, 
of Portland, Or.. for $50,000; and about six months azo 
J. H. Smith, a railroad contractor, assumed quasi pos- 
session of the road and six residents of Astoria went 
security for the amount. The present transfer releases 
these six men and reimburses J. H. Smith. 


Atchison, Topeka & Santa Fe.—The operations of 


| the company for July, 1891, compared with the corres- 


ponding month of last year, are shown in the following 
statement : 


Atchison system: 1891. 1890. Inc. or Dec 
Gross earnings............. $2,945,878 $z,549,455 1. $396,423 
Oper. expenses......... ... 2,109,090 1,960,695 I. 148 395 

Net earnings ............ $836,788 $588,760 I. $248,028 

'Frisco system : 1891. 1890. Inc. or Dec. 
Gross earnings....... .... $708,995 $684,733 I. $24,262 
Oper. expenses.... ........ 463,654 415,287 I. 48,366 

Net earnings............. $245,341 $269,446 D. $24,105 

Entire system: 1891. 1890. Inc. or Dec. 
Gross earnings.......... .. $3,654 .873 $3,234,188 I, $420,685 
Oper. expenses............. 1,572,744 2,375,933 I. 196,761 

Net earnings............. $1,082,129 $858,205 I, $223,924 


The statement of the Colorado Midland road for the 


month of July shows: 


“ : A ; , ; 1891, 1890 Inc. or Dec. 
Hills; from a point opposite Sciotoscio, Yambill County, ! Mileage..................... 350.42 287.77 62.65 
west to Sheridan; froma point near Dayton, Yambill Gross earnings............. $173,347 $155,195 I. $18 152 
County, to Dayton, and such other branches as may be | Oper. expenses............. 3,255 99.238 1. 34,017 


necessary. Also to purchase the Oregenian Railway and 
the Pertland & Willamette Valley with all their prop- 
erty.” 

The extension of the road from Los Banos to Armona, | 


Cal., has been completed, and the present daily —- the following table: 


ger service in operation from Tracy to Los Banos will 


extended to Lanzin, 30 miles south. This point will be , Grogs earnings.......... 
‘the terminus of the western division, and from bere on , Operating expenses..... 
to Armona the line will be part of the Visalia division, | 


| over which a mixed train will be run every other day. 


| 


| South Florid».—The contract for the extension of the ' 


| road from Pemberton, Fla., north to near High Springs, 
| a distance of about 90 miles, has been awarded to Mor- 
| gan, Reynolds & Walker, of Lakeland, Fla. 


ene surveys for this road, to extend 
from Costello, Potter county, Pa., ina southerly direc- 
tion to Hulls, on tne East Fork of the Sinnemahoning, a 
distance of 14 miles, have been completed, and the con- 
tract for building let to D, A. Crage. The maximum 


ade will be 60 ft. to the mile. There are no important 
ridges on the route. 


it is said that a charter will soon be obtained for the | Texas, Louisiana & Eastern.—The contractors, Clay 
construction of a railroad to extend from Collinsville, & Young, of Clay, Tex., have completed three miles of 


Madison County, north and west to Alton, Ill,a dis- 
tance of about 20 miles, and that a survey will be made 
and right of way obtained at once. The line covers a} 


gece on this line, which is projected to extend from 


onroe east to some point in Liberty County, Tex., a dis- 
tance of about 40 miles; and they expect to have trains 


5 ft vein of coal all the way from Collinsville tou a_ point} running by Oct. 1. A round house is being built at 
near Alton, and will intersect the Belt Line road, con- | Conroe. 


nect with 17 trunk lines entering Kast St. Louis, and 
also with the Merchants’ Bridge. Doctor Powell, ot Col- 
linsville, and Judge Erwin, of Edwardsville, are inter- | 
ested. 

The final survey has been completed for a raijroad to 
extend from Oviedo, Fla., on the Jacksonville, Tampa & 
Key West, southeast to Rock Ledge, a distance of about | 
. “1; and it is reported that work will commence | 
Nov. 1. 


Norfolk & Western.—The bridge over the Chie | 
River at Kenova, W. Va., on the extension from. that 
place to Elkhorn, W. Va., is nearing completion, and 
will be ready for use by Nov. 1. Track has been laid 
from Kenova, Wayne County, south to Ferguson, 35 
miles, and from Elkhorn, McDowell County, the southern | 


Tobacco Belt & Florida.—This company has heen 
incorporated in Georgia, with a capital of $50,000, to 
build a railroad from a point on the Savannah, Florida 
& Western, between Climax and Faceville, to the 
Florida state line in Decatur County, Ga. Among the 
incorporators are: M. Nicholson, t. W. Lester, G. P. 
Wood and C. H. Thomas. 


Toledo, Walhonding Valley & Ohio.—Grading has 
been begun on this road, which it is proposed to build 
between Loudonville, on the Pittsburgh, Fort Wayne & 
Chicago, and Coshocton, O., a distance of 46 miles. 


Unaka & Nola Chucky.—Nearly all of the right of 
way has been obtained and $150,000 in town and county 


terminus, north toward Kenova, a distance of 30 miles. | bonds secured for the construction of this line from Er- 


Grading is in progress between the two ends of track, | 
and it is expected to have the entire line ready for) 


trains next spring. 


line from Huntington to the Big Sandy River. Work 
on the bridge over Guyandotte River is now progressing 
rapidly, the piling having all been driven for the piers 
and the abutments, fills and approaches being wel 
under way. 


Pittsburgh, Cincinnati, (Chicago & St. Louis.— 
Engineers are surveying a line from New Cumberland, 
W. Va., northwest along the east bank of the Ohio River 
to the mouth of Big Yellow Creek. This will bring the 
road within seven miles of East Liverpool, O., and an 
effort is being made to induce the company to continue 
the road up the river to Rock Springs, a point opposite 
East Liverpool. 


Pittsburgh, Ohio Valley & Cincinnati.—Work is 
progressing on the section extending from Bellaire south 
te Powhatan, O.,18 miles, and the contractors, the J. 
C. Gibney Co. and Miller & Stoehr, have about completed 
the grading. The line between Powhatan and Marietta, 
O., about 50 miles, has all been located, but no work 
eommenced, 


Port'and & Rumford Falils.—The company has ad 
vertised for bids for the construction of the read from 
Canton northwest to Rumford Falls, Me., a distance ot 
about 17 miles. Hugh J. Chisholm, of Portland, Me., is 
President. 


Potomac Vallev.—Tracklaying has been begun on 
this 14-mile extension of the Western Maryland from 
Williamsport, Md., toa connection with the Baltimore 
& Ohio at Cherry Run, W. Va. It is expected the road 
will be open for traffic in about 60 days. 


Ravenswood, Spencer & Glenvil'e.—Tracklaying 
has been begun on the section from Leroy, W. Va, the 
present terminus, to Spencer, 17 miles, and grading 
forces have commenced work near the latter place. The 
por ion from Ravenswood to Leroy, a distance of 17 
miles, has been in operation since last spring, and the 
company expects to have trains running over the entire 
distance by Jan. 1, next. e 


Roanoke & Southern.—Tracklaying has been com 

leted from Roanoke, Va., south toward the Staunton 
River tor a distance of 13 wiles. Grading was complet- 
ed on this section in the early part of July. 

It is expected that the work on the last section of the 


| 
Ohio River.—The company has advertised for bids for | Nola C 


pennieting Se piling and timber for the extension of the | 





win, Tenn., southwest via Embreeville to Newport, 
Tenn.. 55 miles. The work will be moderately heavy, 
with — grades and curves, ana the route is down the 
ucky Valley and along the Unaka Mountains 
paralleling the iron belt of East Tennessee. There will 
be one bridge 400 ft. and another 600 ft. long. It is ex- 
ected contracts for construction will be let about Nov. 
. The principal business of the road when built will be 
the transportation of iron, timber and agricultural 
produce and it will connect the Charleston, Cincinnati 
& Chicago with the Western North Carolina road. 
Hamblain County, Tenn., has voted to issue $25,000 in 
bonds to aid in the construction of this road. 


Utah & Wyoming.—The survey has_ been com- 
picted and grading has commenced on _ this 
line, extending from Salt Lake City some 200 
miles eastward. The line runs through Emigration 
cafion, Parley’s Park and down Silver Creek to Wan- 
ship, and along the Weber River to Coalville, thence up 
Chalk Creek to the Summit of the divide, to Bear River 
and Hay Creek, where the divide will he crossed; thence 
to Twin Creek where the survey of the transcontinental 
line said to be in the interest of the Burlington & Mis- 
souri River will be met. The maximum grade is 2 per 
cent., and the maximum curvature is 8 degrees. The Sor. 
ritory through which the road runs is rich in coal, build- 
ing stone, timber, live stock and agricultural products 
and there are unlimited mining possibilities. Branches 
to Park City and Grass Creek coal fields and to Evans- 
ton by way of Yellow Creek are contempleted. There 
will wil) be six tunnels in Emigration caiion, tie longest 
of which will be 3.500 ft. and the shortest 92 ft. This 
comenny was organized about six weeks ago. Wyom- 
ing & Eastern is the name of the company proposing to 
connect with the main line at Twin Creek. 


West Virginia & Pittsburgh.—Work onthe Gauley 
River extension has been abandoned till next spring, 
when that part of the line will be finished. It was seen 
that the work could not be completed until! after the cola 
weather had set in, and it was deemed advisable not to 
proceed with toe construction and attempt to haul pro- 
visiovs and supplies over the very bad country roads 
that exist in that section. 


Zuni Mountain.—This company has been incorporated 
in New Mexico to build a railroad from a point at or 
uear Chaves,,bernalilloCounty, in a south westerly direc 
tion to coal fields in the soutnern t of Valencia 
County, ais ance of about 75 miles. 


Sh Oab ani e capital stock 
1s $1, ' 





$10,092 $55,957 D. $15,865 


Brooklyn Flevated.—The earnings and operations of 
the company for the quarter ended June 30 are shown in 


Net carnings.... -....... 


189). 1890, Increase. 

$460 767 $436,271 $.4.496 

251,298 246.700 4,598 

Net earmings............ 209,49 189,571 19,898 

| Other income... ........ 2,896 1,657 1,239 
Gross income............ 212.365 191,228 21,137 

Fixed charges........... 159,897 15°,' OF 9.893 

Net IMCOMES ....02.00000 52,468 41,224 11,244 


The genera! balance sheet shows resources of $26,346,- 
123, including $26 163,994 cost of road and equipment and 
$23.937 cash on hand. The liabilities of $26,346,123 in- 
clude $1,328,360 capital stock, $12,625,000 funded debt 
and $157,873 surplus. 


Buffalo, Roch: ster & Pittsburgh,.—The annual re- 
port of the company for the year ending June 30 shows: 
Gross earnings, $2,419,407; operating expenses, $1,698, - 
246; net earnings, $721,161; other income, $30,673; fixed 
charges, $677,272; net income, $74,462: total surplus June 
30, $04,517. The gross earnings for August, 1891, were 
$262,106, against $195,406 for the corresponding month of 
1890, an increase of $66,700, 


Canadian Pacific.—The gross earvings of the roud 
for July, 1891, were $1,680,592; operating exp2nses, $1,- 
018,171; and net earnings, $662,421, against $640,361 for 
the same month in 1890, an increase of $22,060. For the 
seven months, Jan. 1 to July 1, 1891, the gross earnings 
were $10,712,057; ———s expenses, $7,095,113; and net 
earnings, $3,616,944, against $2,863,736 for the corre- 
sponding period of last year, an increase of $753,208. 


Great Northern.—The gross earnings for August, 
1°91, were $986,575. against $889,339 for the same month 
of last year, an increase of $97,236. For the eight 
months to Aug. 31, the gross earnings were $7,334,526, 
against $6,428,929 for the corresponding period of the 
iast fiscal year, an increase of $905,597. 


Kansas City, Fort Scott & Wemph's.—The statement 
.of the operations of the road for July, 1891, comparéd with 
the corresponding month of last year, is as follows: 


1891 1899. Inc. or dec. 

Gross earnings.......... $319,062 $348,748 D. $19.686 
Operating expenses..... 266,722 279.624 D. = 12,902: 
Net earnings.......... $82.340 $89,124 D. $6,784 
Fixed charges .......... 89,011 89,129 D. 118 
ere $6,671 $5 I. $6,666 


Louisville & Nashville.—The following is the state- 
ment of the road for the year ending June 3), 1891, com- 
pared with the preceding fiscal year: 























1891. 18%’, Inc. or dec. 

Gross earnings.......... $19,220,720 $18,246,003 4. $374,726 
Operating expenges.... 12,058,445 11,419,092 [, 659,353 
Net earnings.......... $7,162,284 $7,476,921 D. $264,637 
Inter., taxes, rentals... 4,618.438 4,922,415 D. 303,977 
Ee eee $2,513,346 $2,504,496 I, $39,350 
Other income............ 7:7,874 638,686 I. 79,188 
Serer sre $3,261,720 $3,113,182 T. $118,538 
DRE DR ns cheekois sateieanen .  weeteeuone D. 90,338 
Loss Ala. Mid. R. R i ".renethen I. 15,502 
Loss Pen. & Atl. R. R... 189,932 187,202 ~=L 2,790 
eee 494 $277,540 DD. $72,046 
spe nsinandeneee 3,056,226 2,865,642 {. 19) ,584 
Dividend (5%).... ....... 2,400,000 2,406, 183 D. 6,483 
DERiac. iseccovdcsce $656, 22 $459,159 =. $197,067 


Mexican Central.—The statement of the road’s opera- 
tions for the month of July and for the first seven months 
of the current year, shows, comparatively, as below : 


Month of July: 1891. 1890, Increase.. 
- RE een 1,803 1527 276: 
Gross earnings.... ...... $637,315 $451,503 $186,312 
Operating expenses..... 456,908 318,301 138,607 
Net earnings........... $180,907 $133,202 $47,705 
Since Jan, 1: 
OS SSG veers 1,567 1,527 w 
Gross earnings.......... $4 025,152 $3.660,013 $365,139 
Operating expenses..... 2,597,195 2,465,628 131,567 
Net earnings.......... $1,427,957 $1,194,385 $233,572 


New York Central & Hudson River.—The gross. 
earnings of the company for Au,ust, 1891, were $4,046, - 
503, against $2,843,522 for the corresponding month of 
1890, an increase of $1,: 1. The Rome, Watertown & 

ensburg last month earned $373,077, which is includ- 
ed in theabove. August,last year, was the month of 
the strike. 





New York, Pennsylvania & Ohio.—The report of 
the earnines of the road forthe quarter ended mne 30, 
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as compared with the corresdonding period of the last 
fiscal year, is as follows: 





1890. 1391. Inc. or dec. 

‘Groas earnings.............- $514.930 $54 1.656 WD. $26,676 
Operating expenses ........ 13.258 14,243 D. 5 
Net earnings.............. $501,722 527.413 D. $25,691 
Otherincome............... 5,576 5,621 D. 45 
Totalincome. .......... $507,298 $533,031 D. $25,736 
First charmes............... 335,716 334,884 1. §32 


. .. $171,582 = $198,150 sD. $26,568 
New York, Susquehanna & Western.—The opera- 


tions of the road for the seven months ending July 31, 
make the following comparison with 1890: 


BOPP ca oiscdcrve: ve : 


1891. 1890, [ncrease. 
GUARD OOMUIRRE 5. ockicicscccces $910.682 $860,160 $59,552 
Oper. SXPONSES.....c.000 + eeee. 516,579 495,426 19,953 
OU PUREE ive dicnscks scams $395,393 $364,734 $30,569 


Ogdensburgh & Lake Champlain.—From the annual 
report of the Ogdensburgh & Lake Champlain and the 
Saratoga & St. Lawrence it is shown that there were 
$266,073 passengers and 1,023,654 tons of freight carried. 
The gross earnings from operation were $300,181; opera- 
ting expenses, $586,499; other income, $7,180; fixed 
charges, $263.740; deficit for year, $42,877; total deficit 
June 30, $84,160, 


| up in one way and another, but recently the complaints | 


became so urgent that a thorough investigation was 
ordered, which hasbeen made by Chairman Midgley, 
with the result that he has ordered the canceliation on 
| Sept. 18 of all through tariffs on coal from Danville to 
| points in the Northwest. 
| ‘The northwestern and eastern lines came to no agree- 
| ment regarding the passenger competition of the “Soo” 
line. The ‘‘ Soo” wants a differential of $1.50 via Mac- 
kinaw as against Chicago, hut does not want to make 
any terms on business via Sault Ste. Marie. One of the 
northwestern lines steadily voted “‘ no” to any proposi 
! tion to allow the ‘‘Soo” a differential, and consequently 
| the meeting adjourned witbout action. 
A plan is being formulated by the Commissioners of 
|} the Western Traffic Association and a committee of 
| general passenger agents haviug in view the possible 
merging of the Western Passenger Association directly 
| into the Western Traffic Association as a division of the 
| latter and remodelling the agreement of the Passenger 
' Association to conform to that of the Western Traffic 
| Association. 
| The Freight Committee of the Central Traffic Associa: 
tion in session this week. Among the subjects for 
| consideration are: Report on the proposed elimination 
| of insured bills of lading on traffic from St. Louis to the 
| East via lake and rail and rail and sea; consideration of 
; the request of the Independent Refiners and Oil Ship- 
| pers’ Association for a general reduction in oil tariffs; 








Texas Central.--The parties who bought this road at ‘differential rates from Milwaukee via lake and Benton 


foreclosure sale on April 22 last have complied with the 
terms prescribed by the court and expect to soon take 


Harbor, Grand Haven and other ports to central 
traffic and trunk line points. 


possession The line begins at Ross, Tex., 10 miles! The regular meeting of the Western Freight Associa- 


northwest of Waco, and terminates at Albany, Tex., 190 


tion is also being held this week. Among the more im- 


miles northwest of Waco. The purchasers are: Charles | portant subjects under consideration are: Free sturage; 


Moran, Cornelius B. Gould and Henry K. McHarg, of 
New York. The Houston & Texas Central has continued | 
in control up to the present time. Charles Hamilton, | 
General Manager, Robert Bell, the General Freight and 
Passenger Agent,and Miss Rosa Bell, Secretary, have 
arrived in Waco and established offices at Fifth street 
and Austin avenue. 


Toledo, St. Louis & Kansas Citv.—Judge Gresham, 
ot the United States Court, in considering an applica- 
tion for a receiver afew months ago, gave the company 
until Sept. 4 to pay 4 old claims against the road 
aggregating $200,000. This was done last Friday, and 
the case is now out of the court. 


Union Pacific —The directors last week ratified the 


“deed of trust under which the collateral for the new 


notes to take up the floating debt of the company was 
deposited, and the formal agreement was then signed by 


' the Creditors’ Committee. It is said that over three- 
‘fourths of the creditors have already agreed to extend 
«their claims. This deed places the securities now in the 


treasury of the company in the charge of Drexel, Morgan 
& Co., the liquidation of the three-year notes to ke 


issued in exchange for the present unfunded obligations 


¢o be conducted by the Creditors’ Committee. This com- 
mittee is composed of J. Pierpont Morgan, John A. 
Stewart, Edward King, Alexander E. Orc and Frederick , 
L, Ames, 


Winona Bridge.—Trains have begun running regu- 
larly over the new bridge which spans the Mississippi 
Riverat Winona, Wis. The construction of the bridge 
was begun Aug. 1, 1890, by the Winona Bridge Railway 
Co., a corporation controlled jointly by the Chicago, 
Burlington & Northern, Green Bay, Winona & St. Paul 
and Winona & Southwestern. The cost of the structure 
was about $450,000. The bridge has four spans, and 
with the approaches is about 2,700 ft. in Jength. 
forms the connecting link between the Green Bay, 
Winona & St. Pauland Winona & Southwestern, the 
latter being the road now in course of construction from 
Winona to Omaha, and is now completed and in opera 
tion from Winona to Osage, a distance of 113 miles. 








TRAFFIC. 





Chicago Traffic Matters. 


CHICAGO, Sept. 9, 1891. 

‘The Commissioners of the Western Traffic Association, 
with the exception of Commissioner Faithorn, were in 
session Sept. i 4 and 5, hearing various matters which 
have been referred to them for consideration. The most 
important was the application of the Southern Pacific 
for relief from the action of the Delaware, Lackawanna 
& Western and its western connections, which it is 
alleged have been paying such excessive commissions on 
west bound immigrant traffic that the Atlantic system 
of the former is not able to secure its fair share of the 
business. The hearing resulted in a general discussion 
of the question of commissions on trans continental 
traffic, and the adoption of a resolution, subject to 
ratification by absent lines and by the Advisory Board of 
the Western Traffic Association, providing for a perma- 
nent committee to take charge of the subject of what 
commiss.ons, if any, shall be paid on trans-continental 
business. cara? 

fhe meeting of the Western Passenger Association 
just conclused was harmonious—quite so. The only 
action taken was the granting of a rate of fare one way 
for the unveiling of the Grant monument in Chicago, 
Oct. 8. Other matters were tabled. The old chestnut 
of ‘‘ week end” tickets was taken up, but as every mem- 
ber wanted to put in nearly all the stations on his line 
the matter was promot tabled with the rest. 

The Chicago & Ohio River Association will join the 
Central Traffic Association in the ‘* Home Visitors” ex- 
cursion from western points to Central Traffic territory, 
Sept. 22. Invitations have been extended to the West- 
ern Passenger, Trans-Missouri Passenger and Trans- 
Continental associations to join in a one-fare round- 
trip rate, and it is likely that it will be done, although 
there is not aunanimous agreement on the matter as yet. 

The Chicago & Eastern Illinois has been caught in a 
manipulation of rates upon coal from Brazil, Ind., to 
nor.hwestern points, which has or ay on for some 
time. An arrangement has been in effect with that line 
since Dec. 19, 1887, whereby a through rate on coal was 
established from Danville, III., 15 cents higher than the 
Chicago rate. The rate from Chicago to St. Paul is $1.75 
per net ton. The local rate from Brazil to Chicago is $1 
per net ton. On business trom Danville under the agree- 
ment the lines north of Chicago agreed to accept $1.35 
per net ton on the through billing of $1.90 per ton, but 
this rate and division was limited strictly to coal from 
Danville. The Chicago & Eastern Illinois, instead of 
shipping the Brazil coal via Chicago, has been carryin 
it to Danville on a local rate of 45 cents per net ton an 
rebilling from there on the through rate of .$1.90, thus 
cutting the rate from Brazil to St. Paul 40 cents per ton. 
The matter has been up several times and has been fixed 


switching charges at Chicago; collection of charges upon 
interstate shipments of 'iquor seized in Iowa; rates and 
divisions between St. Louis and Lake Superior ports. 

The Erie has commenced running second-class sleep- 
ers between Boston and Chicago similar to those in use 
for some time on the Southern Pacific. This is the first 
attempt to run these cars regularly east of Chicago. 

Lake rates remain firm and advancing. Three cents 
a bushel for corn to Buffalo and 3% cents for wheat is 
freely bid and it is reported that in some instances 
higher rates have been paid. The lake and rail lines have 

iven notice of an advance in grain rates to New Eng- 
and, taking effect Sept. 14. The new figures are 12 cents 
a bushel for wheat, 1044 cents for corn and 7 cents for 
oats. The advance is 1 cent on wheat and \ cent for 
corn. 

Traffic Notes. 


The Fish Commissionersof Ohio have a new car, speci- 
ally constructed for the transportation of live fish; it has 
a tank 39 ft. long and a living room and kitchen for the 
attendant. 

The Philadelphia & Reading claims to be delivering 
at Philadelphia more grain than comes by the Pennsyl- 
vania. This traffic comes to the Reading at Williams- 
port, to which place it is brought by the Falls Brook 
Coal Co.’s road, which receives it at Lyons and Corn- 
ing. 

The Chicago & Ohio River lines nave agreed to ad- 
vance passenger rates from Cincinnati, Louisville, In- 
dianapolis and adjacent territory to Pacific Coast points 
by basing them on the rates from the Missouri River. 
This will effect an advance in the rate to San Francisco 
of $7 first class and $5 second class. 


The flour mills in Chattanooga, Tenn., have been 
granted the milling in transit privilege by the railroads 
which make through rates from the north west to Georgia 
points. The miliers had threatened to establish a boat 
line from St. Louis, which would bring grain to Chatta- 

‘nooga in competition with the railroads. 

Seven carriage manufacturers of Cincinnati last week 
applied to the United States Courtfor an injunction re- 
straining the railroads using the official classitication 
‘from increasing the rates on carriages according to a 

new classification just issued, which has the effect of 
raising the rates on this class of goods about 33)¢ per 
cent. The court, however, declined to enjoin such 9 

large aggregation of defendants. . 

The Texas Railroad Commissioners have issued their 
third general commodity tariff. It applies on lumber, 
lath and shingles in carloads of 12 tons, and the rate for 

| 25 miles is 6 cents per 100 lbs.; for 100 miles, 14 cents; for 
500 miles, 23 cents. There are a number of local excep- 
tions, but vone of them seemed to be based on the vol- 
ume of general business done by the road. Lumber may 
be stopped off for planing, on payment of $5 per car. 

Rail and lake rates from New England seem to have 

| got beyond all control, and changes are announced faster 
than they can be recorded. The Fitchburg issued on 
Monday a tariff making the rate on first class from Boston 
to Chicago 30 cents per 100 lbs, a reduction of three cents 
from the last tariff. The rates to Chicago, Milwaukee, 
Green Bay and Gladstone, on business destined to points 
beyond not otherwise covered by pe lake rates, to 
which the reduced proportions of all rail rates apply, are 
27 cents first class, 21 cents second class, etc. 
A joint conference of lake and rail lines to consider 
|eastbound rates from Milwaukee has adopted the fol- 
lowing resolution: Resolved, That the present differen- 
| tial rates via cross lake lines to trunk line territory formed 
| and made by all across lake lines and to points in the 
| Central Traffic Association territory east of the Indiana 
| and Illinois state line, and a combination of such north 
{and south tothe Ohio River territory at Evansville shall 
| be established by all across lake lines on the basis ot 6, 


i 5,4, 3,2cents per 100 lbs. less than established all rail ! 


rates from Milwaukee. 

A Little Rock dispatch states that the Missouri Pacific 
has virtually abolished smoking on all of its passenger 
trains in that region. When the separate car law went 
into effect the colored coach was placed next to tne 
baggage car, a “divided” car was placed next, and the 
first-class white coach behind. The divided car was used 
as a smoker, the members of each. race using their 
respective portions of the car. But for some reason this 
is not satisfactory, and an order has been issued instruct- 
ing all conductors not_ to permit any smoking on any 
train in Arkansas or Louisiana, except in the smoking- 
room of sleepers and chair cars. It is regarded as one 
of the means adopted to make the people sick of the 
separate coach law. 

A negro passenger riding westward in a sleeping car 
on the Southern Pacific recently, was forced to change 
into the negro car when the train passed into the state 
of Texas. Heat once made complaint and it appears 
was told by the State Railroad Commissioners of ‘l'exas 
that, his journey being inter-state, his ejection from the 
sleeping car was unlawful. Press despatches have stated 
that this decision emanated from the Inter-State Com. 














ern Pacific has instructed its condu tors in Texas as 
follows: 

“Colored people making inter-state trips havea right 
to accommodation in all sleeping and chair carsif they 
can secure first-class tickets of the agents. But where 
colored people are making local state trips they are not 
entitled to sleeping or chair cars under any consideration 
unless the car is placed in the train and held exclusively 
for colored passengers.” ; 


The I,I. & I 


The facts in respect to the relations of the Indiana, 
Illinois & Iowa road to its western connections, about 
which ywornere | statements have appeared in the daily 
pa, ers, areas follows: That company is favorably situated 
as a connecting link between the Western and Eastern 
lines from Streator and Dwight, IIll., eastward to La 
Porte, Ind., New Buffalo, Ind., and other points. The road 
is straight and quick time is made, especia'ly with 
through freight in carloads. The through mileage is 
less than by the route via Chicago, from Kansas City to 
the seaboard. These conditions led the western con- 
nections of the “I. I. I.,” when it came into the field not 
many years ago, to accord it favorable divisions, as it 
reduced their own expenses and improved the service. 
The western connections referred to are the Chicago, 
Burlington & Quincy. Chicago & Alton and Atchison, 
Topeka, & Santa Fé. No other western road has a con- 
nection with the I. I. I. Kankakee, Ill., an intermedi- 
at2 point on the I. I. 1., takes Chicago rates from the 
Missouri River, and the western roads named allowed. 
the new line a liberal division for its haui to that point. 

Subsequently the I. I. I. secured a similar arrange- 
ment from its eastern connections whereby it received a 
favorable division of the through rates between the 
Mississippi River and the seaboard. These arrange- 
ments work in both directions, and in effect the addi- 
tion of the divisions received from the eastern lines and 
those received from the western lines give the I. I. I.a 
large proportion for its comparatively easy haul, in ad- 
dition to the natural advantages enjoyed. It is alleged, 
and generally believed, that in introducing the line the 
I. I. l. in some way made concessions to shippers out of 
the double divisions which it received. At any rate it 
was able to control the routing of the traffic to a very 
large degree, and many leading shippers have insisted 
upon that route being pursued by their freight. In this 
it is assisted by the fact that the Chicago Alton has 
season contracts with large shippers of dressed beef and 
packing house products from onens City. The lines 
via St. Louis being deprived of this traffic met the I. 1.I. 
pe, mae during last winter and spring in some way 
not disclosed, and secured a considerable proportion of 
the business. In May, however, the lines running 
east from St. Louis harmonized their differences 
among themselves, and have since maintained 
their rates, the result being a restoration of a very 
heavy traffic to the I. I. I. Other Chicago lines than 
those above mentioned, such as the Chicago, Milwaukee 
& St. Paul, Chicago & Northwestern, etc., claim to be 
excluded from a participation in the business, and unite 
with the St. Louis lines in a very urgent demand that a 
remedy be found. The subject assumed so much im- 
portance that it was taken up in the Advisory Board ot 
the Western Traffic Association and the Commissioners 
were directed t find some method whereby the through 
rates could beso equalized that a fair distribution of the 
business could be had. Efforts at adjustment by nego- 
tiation between the western and eastern lines, through 
the Joint Rate Commiitee, had failed. The matter was 
heard before the Commissioners at their session in 
August and is now under consideration by them. 

Meanwhile the I. I. I. a short time since filed a formal 
application for admission to the Western Freight Asso- 
ciation. This move, if not made at the request of the 
Burlington and other lines with which it connects on the 
west, is favored by them, and they express the opinion 
that the bringing of this road into the Western reight 
Association will give that organization a supervision 
over its methods sufficient to put an end to the charge 
of employing illegitimate practices for obtaining traffic. 
The other Jines, however, observe that the ——. 
covers only that part of the line of the IL. I. L. west of 
Kankakee, and claim that while the eastern part of the 
line is not subject to association control there can be no 
security. They further claim that the admission of the 
I. I. I. to the association unaccompanied by a correction 
of the double divisions received by that route will only in- 
tensify and perpetuate the present troubles; that the 
divisions made between lines members of the Western 
Freight Association have heretofore been optional with 
such lines, and that the adjustment of divisions 
must be corrected before the [. I. [. line can safely be ad- 
mitted to membership. 

A vote by letter is now being taken in the Western 
Freight Association, and several members have voted 
against the application. Chairman Midgeley rules that a 
unanimous consent is necessary for the admission of a 
new line to membership. This ruling is contested by 
the Burlington. The agreement is silent upon the sub- 
ject, and the point is one to be determined by the associ- 
ation as a whole if an appeal is taken from the chair- 
man’s ruling. 

Eastbound Shipments. 
The shipments of eastbound freight from Chicago by all 
the lines for the week ending Sept. 5 amounted to 55,950 
tons, against 50,794 tons during the preceding week, an 
increase of 5,156 tons, and against 71,303 tons during the 
corresponding week of 1890, a decrease of 15,353 tons. 
The proportions carried by each road were: 











Wk. to Sept. 5.. Wk. to Aug. 29 





Tons. | P. c. | Tons. | P. c. 














Michigan Central............... 9,182 | 16.4 6,510 | 12.8 
\!)|l er 3,655 6.5 3,195 6.3 
Lake Shore & Michigan South. 6,482 11.6 7,587 14.9 
Pitts., Ft. Wayne & Chicago...| 5,549 | 9.9 | 5,298 | 10.4 
Pitts., Cin., Chicago & St. L .. 5.788 | 10.4 5,778 11.4 
Baltimore & Ohio............... 3,748 | 6.7 | 3,749 7.4 
Chicago & Grand Trunk........ | 5,535 | 9.9 | 5,285 10.4 
New York, Chic. & St. Louis. . 7,:27 | 12.9 5,761 11.3 
Chicago & Erie... .........s000. | 8,784 | 15.7 | 7,631 | 15.1 
| <_. — - — 
WB apse ceeateestnessseceal 35,950 | 100.0 | 50,794 | 100.0 











Of the above shipments, 1,961 tons were flour, 22,906 
tons grain, 1,948 tons millstuff, 4,538 tons cured meats, 
8,623 tons dregsed beef, 1,334 tons butter, 1,725 tons 
hides, 6,266 tons lumber. The three Vanderbilt lines 
carried 40.9 ver cent., the two Pennsylvania lines 20,3 
per cent. The lake lines carried 102,127 tons, a rainst 
119,266 tons during the §preceding week, a decrea3e of 


merce Commission, but such is not the fact. The South- | 17,139 tons. me | 
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